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=| General Cargo...or Special Shipments 
a O Buenos Aires... or the West Indies... or 

Baltimore ...or any of the Pacific Coast 

Ports . . . McCormick maintains the same 
) frequent schedules. McCormick men are on the 
) job as usual to give you the best of service and 
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will gladly furnish any rate information you may 
need to any point whether served by McCormick 


or not. 





The McCormick 
SS. Point San 
Pablo loading 
general cargo at 
San Francisco for 
discharge at 
North Pacific 
Coast ports. 





461 Market St. 
San Francisco 
DOUglias 2561 









Oakland, Los Angeles, San Diego, Vancouver, B. C.; 
Portland, Seattle, Tacoma, Astoria. 





Philadelphia Baltimore Chicago 
ont 560 Drexel Bldg. Baltimore Trust (Munson SS. Line, 
one: a Bldg. o nag «i 
Lomb one: onway g-, : 
Sane Gane Calvert 6234 111 — 
' . ton Street 
New York eT Phone: State 6828 i 
N. Y. Central Agents) Norfolk 
ag. Oliver Bldg. Taylor & Andrews 
Pho e: Murray Phone: Law Bldg. is 
Hill 2-6900 Atlantic 1696 Phone: 25371 if: 
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GRACE 


INTERCOASTAL SERVICE 


EXPRESS FREIGHT— U. S. MAIL— REFRIGERATOR — PASSENGER SERVICES 


PHILADELPHIA NEW YORK LOS ANGELES = SAN FRANCISCO OAKLAND ALAMEDA VICTORIA, B.C. —-SEATTLE 


in wae Ep | Schedule 
WESTBOUND : aca EASTBOUND 


From Seattle—Victoria 


From Philadelphia be a ee = _ ~? — = jon May B 


*Santa Rosa — May 9 aa a Se a en RR yf Oakland—Alameda 
Santa Elisa — May 16 ie Jers Sr Re a anta Lucia — May 11 


*Santa Elena — May 23 Se Fe a oe 
* 
a a IMPORTANT ANNOUNCEMEN ae a. 
teeieit aii The new express liners now leave Philadelphia on Santa Cecilia — May 18 
—— ll alternate Tuesdays at 3 P. M., reducing the time to From Los Angeles 


Santa Elisa — M 18 oe 
dese = te & the Pacific Coast ports of call one day. laa = May 20 


eae a 


= Santa Cecilia) — May 17 
T From San Francisco 


ALAMEDA, Encinal Terminal CLEVELAND, Central United Bank Bidg. OAKLAND, Howard Terminal SAN FRANCISCO, 2 Pine St. 
BUFFALO, 62 Rosedale Ave., Hamburg, N. Y. LOS ANGELES, 525 West 6th Street PHILADELPHIA, Pier 40, South SEATTLE, 1308 Fourth Ave. 
CHICAGO, 230 No. Michigan Ave. NEW YORK, 10 Hanover Square PITTSBURGH, Henry W. Oliver Bldg. VICTORIA, 817 Government St. 


Ship Via the Famous “Santa” Fleet 
Rail Siding and Loeal L.C.L. 
Freight Station in same building 


ave Money — save unnecessary cartage ex- 


pense on all rail shipments. 


Inerease Sales Store door delivery at low cost 


GENERAL STORAGE — RENTAL SPACE — _ DISTRIBUTION to Greater New York,LongiIsland, 


ee Ree a =, Ce ee New Jersey. Westehester County, 
Hudson River Valley and Con- 
necticut. Special arrangements 
for distribution into Rhode Is- 
land and Massachusetts. Let us 
act as your eastern shipping 
elerk and thereby inerease your 
sales by delivering tomorrow 


orders that are sold today. 


L A Cc K AW A N N A Save freight charges by shipping 


TE RMINAL WAREHOUSES N direct to us in consolidated ~~ 
JERSEY CITY. N. J. of L. C. L. shipments for im- 


mediate distribution. 


— 


Published weekly by THe Trarric Service Corp., 418 S. Market St., Chicago, IIl. Entered - 
second class matter January 4, 1913, at the postoffice at Chicago, IIll., under the Act of March 5, 1879. 
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who want speedy 
transportation 
and prompt 
handling 
of their 


RAILROAD SYSTEM 
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“YOU SAVED THE DAY 
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FOR ME” 


Yea manufacturing plant is oper- 


ating on a close schedule. Then, 
a breakdown occurs. A huge, compli- 
cated machine is useless. Its idleness 
slows up other machines. Work is stop- 
ped! After frantic telephoning the 
machine manufacturer promises the ship- 
ment of the cumbersome part within 
forty-eight hours! 

In a distant city the Freight Traffic 
Department representative of the Norfolk 
and Western Railway is informed of this 
shipment. His long training tells him. that 
this is a case involving the employment 
of men—as well as of factory reputa- 
tion. He gets into immediate touch with 
the shipper— and the operating depart- 
ment of the railway— and the shipment 
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PRECISION 


is on its way in one of the dependable 
Norfolk and Western freight trains which 
operate on schedules almost equaling 
those of passenger trains. 

But this is not a story of operation. 
It is one of cooperation and of distinc- 
tive service; one of frequent occurrence. 
As all good stories end happily, this 
huge repair part was delivered and in- 
stalled on schedule —and an appreciative 
plant manager said, with gratification, 
“You saved the day for me.” 

Norfolk and Western Freight Traffic 
Department representatives, located 
throughout the nation, will welcome an 
opportunity to inform you as to rates, 
routes and service. Perhaps one of them 
may be privileged to “save the day” for you. 


NORFOLK AND WESTERN 
RAILWAY 
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Our Platform 


A permanent transportation institute, supported by 
all interested in sound policies, for the purpose of 
setting forth facts without bias. 

Take the government out of business. This applies 
to ocean and inland waterway transportation as well as 
to other business. 

Keep politics out of rate-making. 

A scientific determination by competent and un- 
biased investigation as to whether commercial motor 
vehicles are paying their fair share of the cost of high- 
ways used by them in their business, and a uniform ap- 
plication of the principles thus arrived at. 

Equalization of regulation of the various agencies 
of transport. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the rail- 
roads as a whole the adequate revenue prescribed by 
sound public policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justity employing them. 
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ROOSEVELT AND THE RAILROADS 


RESIDENT ROOSEVELT’S bill for curing the rail- 

road situation has been sent to Congress. His plan, 
reducing it to its lowest terms and stripping it of all 
qualifying language, is for a dictator, to be appointed by 
the President of the United States, who shall, subject 
to appeal to the Interstate Commerce Commission, have 
authority to set aside laws to the contrary and bring 
about railroad savings and coordinations. As we have 
pointed out before, we do not believe, for obvious reasons, 
that such appeal would prove efficacious. 

We are opposed to this plan. We think it unfair to 
the railroads and to those who have money invested in 
them; they have a right to proceed as other business 
proceeds—on the theory of competition. We think it 
unfair to railroad employes, thousands of whom will be 
thrown out of work if any real financial saving is to be 
accomplished. We think it unfair to business, which 
looks to competition to procure satisfactory service for 
it. We think it a socialistic scheme entirely unjustified 
by the situation that it is intended to cure. We think 
It is the product of the brains of long-haired advisors to 
the President instead of the result of sound business 
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judgment and careful study. We believe if it comes to 
materialization, shippers and railroads alike will rue 
the day they consented to it—and they seem, by their 
lack of opposition, to be consenting to it. The shippers 
are complacent, no doubt, from lack of due consideration. 
As to what motivates the railroad executives in their ap- 
parent attitude of “taking it lying down” we are not 
certain. Probably they have various motives. One is a 
lack of willingness to fight the President of the United 
States ; another, perhaps, is joy that the plan is no worse 
than it is, not being able to see how important it is, at 
least as an entering wedge toward bringing about total 
government operation; perhaps they even think it a good 
thing; there is also, possibly, the thought that, if they 
do not consent, the government may “get back” at them 
by curtailing loans from the Reconstruction Finance Cor- 
poration. Possibly the explanation is that they are simply 
suffering from Rooseveltian hypnosis. 

We realize, of course, that there are savings that can 
and ought to be made by the railroads in their methods 
of operation, especially at this time, when business is so 
bad. Most of these things they could do themselves with- 
out the interference of a government dictator. That they 
have not done them is, of course, partly the reason for 
what it is now proposed to do to them and, to that extent, 
they are responsible for what they are about to receive. 
But we deny that the situation in this respect is so serious 
as to call for such drastic measures and we believe that 
what can be accomplished by any reasonable enforcement 
of the proposed law without seriously interfering with the 
commerce of the country is so small as not at all to jus- 
tify this partial operation of the railroads by the govern- 
ment. We do not even believe the plan could be legally 
enforced if the railroads refused to be governed by it. 
And we think the plan will be doubly burdensome and 
dangerous if its enforcement is in the hands of a theorist 
—perhaps one favorable to government operation or own- 
ership—rather than a practical transportation man who 
knows what can or cannot be done without interfering 
with service and who is not an advocate of abdication by 
private railroad business to government management. We 
say that, if this plan is good, then we ought to go the 
whole way and turn the railroads over to the government, 
body and soul—and we have no doubt that this is just 
what would be proposed if the government were in finan- 
cial position to take them over. We are in a dangerous 
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predicament. Now is the time to protest—not after the 
law has gone into effect and we are disgruntled by its 
results. 

Our greatest astonishment, by the way, in this and 
other national problems is not so much that President 
Roosevelt and his advisors propose foolish plans, as that 
Congress and the people look on with goggle-eyed ap- 
proval, or, at least, raise no appreciable voice in protest. 
We take our hat off to him as the champion “go-getter” 
of the age. 

But, second, even assuming that the Roosevelt plan is 
good and that it will accomplish what is intended by it, 
it is, at best, only a bite at the cherry. It embodies no 
solution of fundamental problems—only a temporary re- 
lief from financial embarrassment. What has caused that 
embarrassment? Two things. One is the business depres- 
sion, which affects all business and which cannot be 
cured for the railroads any more than for other business 
by temporary, boot-strap hoisting measures, though it 
may be temporarily relieved by economy in operation and 
by reasonable extension of government aid through loans. 
The other is competition—competition that is, in great 
measure, unfair. Why not, while we are about it, set up 
a transportation policy that will cure this situation? In 
all that is being proposed—except for promises for the 
future—there is nothing said about putting the railroads 
and their competitors on a basis of equality with respect 
to regulation; nothing as to a determination of whether 
the commercial motor vehicles are paying their proper 
share for the construction and maintenance of the pub- 
lic highways they use; nothing about the government get- 
ting out of the racket of unfair river competition with 
the railways; nothing about government aid to air trans- 
port or government parcel post competition with the ex- 
press company. In other words, no attempt is being made 
to cure the patient; all that is being proposed is to apply 
a plaster where it will do little good, and that good, 
if any, only temporary. We are disgusted with the plan 
and with those who are so complacently receiving it as, 
if not exactly desirable, at least inevitable. 





We hear some say it is easy to criticize, but what 
would we do if we were the railroads? We know very 
well what we would do. We would go to President 
Roosevelt and say to him, in polite language, that we 
appreciated what he had in mind and that, to some extent, 
we agreed with him as to savings that could and ought 
to be effected; we would pledge ourselves, regardless of 
our past record, to bring about these savings and ask 
him to give us a chance before plunging the country into 
another era of government operation of the railroads; 
and we would tell him in no uncertain terms that, if he 
did not acquiesce, we would fight him and his plan, tooth 
and nail. If he acquiesced, we would keep our promise. 
If he did not, we would keep the alternative promise. 
And we would point out to him, regardless of whether a 
bargain was thus struck or not, the weakness of his 
scheme as an approach toward solution of the transpor- 
tation problem. Why should he not proceed with his 
ideas when nobody tells him how foolish they are? 
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It is worthy of note that, under the proposed lay 
there is to be no power to interfere with the wages o 
union labor. Of course, the explanation of that is 
obvious; we may be patriotic and high-minded—we may 
even be basing our action on sound economic theories— 
but, as Heaven protects the poor working girl, so my 
we protect the poor working man, especially when gyq 
men vote as a unit. But what will this or any railrogq 
economy plan amount to if the scale of wages is to remaiy 
the same, and why save at the spigot when the reveny 
continues to run out of the bung-hole? 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended April 22 totaled 
492,970 cars, according to the car service division of the Amer. 
ican Railway Association. This was a decrease of 1,245 cars 
below the preceding week, 69,557 cars under the same week 
in 1932 and 265,533 cars under the same week in 1931. 

Miscellaneous freight loading the week ended April 2 
totaled 185,238 cars, an increase of 1,775 cars above the pre 
ceding week; loading of merchandise less than carload lot 
freight totaled 160,132 cars, a decrease of 391 cars under the 
preceding week; grain and grain products loading for the 
week totaled 34,733 cars, 876 cars above the preceding week; 
forest products loading totaled 16,941 cars, 176 cars above the 
preceding week; ore loading amounted to 3,424 cars, an in. 
crease of 888 cars above the week before; coal loading amounted 
to 72,789 cars, a decrease of 6,003 cars below the preceding 
week; coke loading amounted to 3,039 cars, 127 cars below 
the preceding week; live stock loading amounted to 16,674 cars, 
an increase of 1,561 cars above the preceding week. 

Revenue freight loading by districts the week ended April 
22 as compared with the loading in the corresponding period 
of 1932 was reported as follows: 


Eastern district: Grain and grain products, 5,466 and 5,480; live 
stock, 1,514 and 1,527; coal, 16,415 and 27,936; coke, 818 and 1,311; 
forest products, 995 and 1,546; ore, 666 and 514; merchandise, L. C. L., 
42,252 and 48,219; miscellaneous, 40,861 and 47,538; total, 1933, 108,987; 
1932, 134,071; 1931, 177,561. 

Allegheny district: Grain and grain products, 2,857 and 2,778; live 
stock, 1,145 and 1,229; coal, 18,585 and 27,556; coke, 1,121 and 1,349; 
forest products, 791 and 897; ore, 245 and 949; merchandise, L. C. L., 
31,960 and 38,642; miscellaneous, 33,137 and 42,243; total, 1933, 89,841; 
1932, 115,643; 1931, 157,321. 

Pocahontas district: Grain and grain products, 284 and 254; live 
stock, 66 and 51; coal, 20,328 and 22,189; coke, 159 and 198; forest 
products, 448 and 540; ore, 43 and 37; merchandise, L. C. L., 4,901 and 
5,348; miscellaneous, 6,187 and 6,208; total, 1933, 32,416; 1932, 34,825; 
1931, 41,735. 

Southern district: Grain and grain products, 3,557 and 2,907; live 
stock, 798 and 774; coal, 8,919 and 8,564; coke, 270 and 189; forest 
products, 5,290 and 6,703; ore, 106 and 309; merchandise, L. C. L, 
28,441 and 31,648; miscellaneous, 34,838 and 34,160; total, 1933, 82,219; 
1932, 85,254; 1931, 119,395. 

Northwestern district: Grain and grain products, 9,218 and 6,790; 
live stock, 3,502 and 3,994; coal, 2,990 and 2,540; coke, 505 and 415; 
forest products, 4,807 and 4,519; ore, 854 and 1,349; merchandise, 
L. C. L., 18,464 and 22,331; miscellaneous, 19,272 and 21,602; total, 
1933, 59,612; 1932, 63,540; 1931, 88,164. 

Central western district: Grain and grain products, 9,025 and 9,469; 
live stock, 7,210 and 9,296; coal, 4,206 and 3,034; coke, 105 and_92; 
forest products, 2,700 and 3,200; ore, 1,382 and 1,446; merchandise, 
L. C. L., 21,943 and 25,445; miscellaneous, 27,252 and 30,996; total, 
1933, 73,823; 1932, 82,978; 1931, 108,633. 

Southwestern district: Grain and grain products, 4,326 and 3,608; 
live stock, 2,439 and 3,426: coal, 1,346 and 1,256; coke, 61 and 47; 
forest products, 1,910 and 2,401; ore, 128 and 342; merchandise, L. C. L.,, 
12,171 and 13,509; miscellaneous, 23,691 and ‘21,627; total, 1933, 46,072; 
1932, 46,216; 1931, 65,694. : 

Total, all roads: Grain and grain products, 34,733 and 31,286; live 
stock, 16,674 and 20,297; coal, 72,789 and 93,075; coke, 3,039 and 3,601; 
forest products, 16,941 and 19,806; ore, 3,424 and 4,946; merchandise, 
L. C. L., 160,132 and 185,142; miscellaneous, 185,238 and 204,374; total, 
1933, 492,970; 1932, 562,527; 1931, 758,503. ’ 


Loading of revenue freight in 1933 compared with the two 
previous years follows: 


1933 1932 1931 

Four weeks in January.............+- 1,910,496 2,266,771 2,873,211 
Four weeks in February............. 1,957,981 2,243,221 2,834,119 
Four weeks in March..........cccce.s 1,841,202 2,280,837 2,936,928 
i ee, oo Se eer 494,588 544,961 727,852 
Week Gnded Agr f.....2. 200000008 487,296 545,623 737,272 
Week ended April 15................. 494,215 566,826 759,494 
Week ended April 22...............6. 492,970 562,527 758,503 

Rr PR nett re rere Meee eee 7,678,748 9,010,766 11,627,379 


CHANGE IN DOCKET 


Hearing in Fourth Section Application 15021, filed by F. A. Leland 
assigned for May 4, at Washington, D. C., before Examiners Hoy and 
Peysgr, was canceled and reassigned for May 25 at Washington, D. 
C., before Examiners Hoy and Peyser. 













e 
a 


owe 


Feed 


Octaviu 
Take t 
He Am 


been el 
the rer 
terms | 
to Rom 
jdeal 0 
peror § 
as sim 
legislat 
provint 
trolled 
The S 
republ 
state. 
of the 
the he 
took ¢ 
ceivin 
were | 
develc 
capita 


A 
ferril 
Const 
of th 
histo: 










T 
last } 
empe 
it sa! 
were 
favor 








Migt 
Sna 





to t 
was, 
was 
con 
was 








tho’ 
a f 
in | 
wil 
mai 










hu 
a 
fin: 
an 
pre 























eS of 
at ig 


Otaled 
Amer 
) Cars 

Week 


ril 29 
> pre- 
d lot 
r the 
* the 
veek; 
e the 
n in- 
inted 
ding 
elow 
cars, 


A pril 
riod 


live 
311; 


987: 


live 

349 
i 

841; 


live 
rest 
and 
325; 


live 
est 
L, 
19; 
90; 
15; 
Se, 
al, 
39; 
)2; 
$e, 
al, 


8; 


ou = 


’ 


--@ 





yay 6, 1933 





Current Topics in 
Washington 





Nearly all Americans read, in their 
high school or college history text books, 
either these words or their equivalent: 

In the year 27, B. C., Octavius usurped the 
power by concentrating in himself the most 
; __important offices which, up to this time, had 
been elective. He did not change their character, for the officers of 
the republic, although elected, exercised absolute power during their 
terms of office. The state delegated to them this power. According 
to Roman conceptions, the | a of the state was absolute; the highest 
jdeal of the people was obedience, not liberty. This power the em- 
pror seized and vested in himself, though, in theory, it was regarded 
as simply delegated to him. He had the power—military, judicial, 
legislative, executive, financial, and religious. He, indeed, divided the 
provinces with the Senate, but this was merely formal since he con- 
trolled the Senate and the officers placed over the provinces by it. 
The Senate’s actual powers were gone. Though many forms of the 
republic were still observed the emperor was supreme. He was the 
state. Disobedience to his will was an offense against the majesty 
of the Roman people and, consequently, punished with death. He was 
the head of the state religion with the title Pontifex Maximus. He 
took on a sacred character, being worshipped while living and re- 
ceiving the honors of apotheosis at his death. Temples and altars 
were erected to him, sacrifices offered in his name, and a rich ritual 
developed. An offense against his person was sacrilege and, hence, a 
capital crime. 


Octavius Had to 
Take the Power 
He Amassed 


As to why Americans do not object to Congress trans- 
fering to President Roosevelt the power given to it by the 
Constitution may be explained by the words of commendation 
of the result of Octavius’ taking of power, also found in school 
histories, as follows: 


This change in government was in many respects beneficial. The 
last years of the republic had been filed with wars and seditions. The 
emperor restored peace and order. He policed the empire and made 
it safe. He put down brigandage and piracy. He compelled those who 
were over the provinces to rule justly, and the cities received many 
favors at his hands. 





This is the second week of hearings 
in No. 26000. It was no task whatever 
this week to get assent, by the repre- 
sentatives of both carriers and shippers, 
to the proposition that the taking of testimony in the case 
was, to a considerable extent, a waste of time. The admission 
was general that there could be no dispute about the financial 
condition of either the carriers or the shippers. It might, it 
Was suggested, be stipulated and everybody go fishing. 

The herring were running in the Potomac at that time and 
thousands of human beings were lining the banks snagging 
a few of the millions of fish. They won’t bite but they run 
in such numbers that dropping in a line with hooks attached 
will bring out fish enough to satisfy the avarice of any ordinary 
man in a short time. 

While most of those attending the hearing might be herring- 
hunting, a few lawyers might, it was suggested, be closeted in 
acorner going over the law question whether, in view of the 
financial condition of the railroads, the Commission could make 
an order reducing rates generally, without running afoul of the 
Prohibition against confiscation. 


Might Better Be 
Snagging Herring 





This week another way or method 
for the saving of the farmer that had 
been kicking around in discussions in 
Iowa and Illinois was organized to the 
extent of its proponents getting together on a bill that has 
been introduced in the Senate by Senator Bennett Champ Clark, 
of Missouri, and Senator Dickenson, of Iowa, and in the House 
by Representative Shallenberger, of Nebraska. Hearings were 
begun before the Senate finance committee on May 3 because 
the measure which is to do so much for the ‘corn farmer, in 
form, is a revenue measure. 


Putting ethyl alcohol into gasoline so that more corn will 
have to be grown is the central idea. Gasoline that contains 
no alcohol is to pay a tax of two cents a gallon. If one per 
cent of alcohol is put into a gallon of gasoline in the period 
between July 1 and Dec. 31, 1933, then that mixture is to 
Day a tax of only one cent. If two per cent is put into gasoline 


More Salvation for 
the Farmer, Perhaps 
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in 1934, then the tax is to be only one cent. After that year 
the tax is to be three cents on straight gasoline while, if it 
contains five per cent of alcohol, the tax is to be only one cent. 


According to the American Automobile Association, which 
claims to have had its contest board run road tests with the 
blended fuel and with straight gasoline under like conditions, 
the relief for the farmer would cost the users of automobiles 
something more than $600,000,000 a year on account of the high 
cost of alcohol and the reduced efficiency of the internal com- 
bustion engine fuel that would result from the blending. Alcohol 
costs 30 cents a gallon, or thereabouts, when corn is 25 cents 
a bushel, or thereabouts, according to the A. A. A. 


Advocates of the blended fuel assert that it would be just 
as good as straight gasoline, if not better. Representative 
Shallenberger, in a statement about the bill, suggested that 
gasoline containing alcohol might sell at a premium. The Dill 
would not require every gallon of gasoline sold after July 1 
next to contain one per cent of alcohol. It definitely provides 
for a conclusive presumption that, when a producer of gasoline 
has bought 1,000 gallons of alcohol, he has used it for blending 
in whatever proportions he thinks best. He could, under that 
bill, put the alcohol into 10,000 gallons, thereby offering his 
customers 90,000 gallons of straight gasoline taxed two cents 
a gallon and 10,000 of blended fuel taxed only one cent a gallon. 


One thing seemed obvious when the bill was introduced. 
That was that the distillers would have to work twenty-four 
hours a day and every day in the week “getting into produc- 
tion.” Last year they produced the equivalent of a little more 
than 73,000,000 gallons of the sort of alcohol fit to go into a 
fuel blend, while the amount of taxed gasoline used was some- 
thing like fourteen and a quarter billion of gallons. Of course, 
as in every other industry, the distillers have unused capacity, 
the total capacity of distilleries, as estimated by advocates of 
the bill, being 265,000,000 gallons plus. 

The American Automobile Association estimates that the 
proposal would add $25.26 on the average to the cost placed 
on the owner of an automobile every year by reason of govern- 
mental impositions, the present cost being about $45.28 on each 
of the 24,136,879 registered automobiles. That association claims 
that a 10 per cent blend is 6.5 per cent less efficient than 
straight gasoline. Advocates of the bill claim their tests show 
the blend to be not less efficient than the straight gasoline and 
that what the oil industry may lose by reason of the blending 
will be recouped by the greater purchasing power of the 
farmer. 





It is only a small exaggeration, it 
is believed, to say that the clercial and 
minor supervisory force of the govern- 
ment in Washington is so badly broken 
in morale by the talk of reorganization 
of the executive departments that the 
output of productive effort must be at about the lowest possible 
point. It is not so certain, either, that the jumpiness about 
the job is confined to the minor supervisory force. 


The only certainty in Washington is that such Republieans 
as remain in office not within the protective folds of the 
classified civil service blanket will lose their places, probably 
before July 1. There are such. They never had a right to 
believe they would be kept more than a few days after March 4. 
They lived by the political sword and, it might be suggested, 
they knew they would die by that sword. 


But it is really heart-rending to contemplate the thousands 
of civil service employes who are agonizing on account of the 
fear they hold that they are about to be added to the ranks 
of the unemployed, with practically no hope of reemployment, 
such as the unemployed in other parts of the country hold. 
So far as they know when they receive the blue envelope of 
dismissal or months long furlough, their places will never again 
be filled. At least, that is the talk now—permanent reduction 
of the government force, not because business is slack but 
because of the conviction on the part of many that government, 
for many years, has been costing too much, even for the serv- 
ices that are needed, and must be cut down. 


Of course, there are suspicious ones who are inclined to 
believe that, in a relatively short time, the party in power 
will begin filling some of the places that are to be vacated 
now, with men and women certified to be needed on account 
of their special knowledge and, therefore, to be appointed, with- 
out regard to the classified civil service rules. It is always 
suspected that, when the political complexion of an adminis- 
tration changes, the new heads of government feel they have 
to make places for faithful followers, even if the principles 
of civil service reform are battered a bit in the process. Such 


Broken Morale of 
Government Forces 
Loss of Time 
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alleged battering, it may be observed, is done with equal’ to it from the R. F. C. to enable it to meet principal and iy 
heartiness by Republicans and by Democrtas. est on bonds and principal and interest on equipment trust 
tificates falling due between July 1 and Dec. 1, totaling, 
Now that the valuation bubble blown amount for which approval was asked, It asked for funds {, 
Genseess Ansia by Congress so as to put it into effect in made in time to meet maturities on the first of each of 4 | 
re a to 1914 is about to burst on account of the months in the period mentioned. ’ 
BI Bubbl reduction of appropriations for it to In a supplemental application in Finance No. 9234, ty 
atone $1,000,000, mossbacks who did not regard ceiver of the Waco Beaumont, Trinity & Sabine Railway 
what was done, in the way of legislating has applied for a loan of $200,000 to pay notes, intereg , 
nearly twenty years ago, except with wry smiles, wonder how audited vouchers for materials. 
long it will be before the revived Muscle Shoals-Tennessee Basin Acting on approvals of loans heretofore announced py; HE | 
project will be going the same way. Commission, the Reconstruction Finance Corporation has tal 
Men in public life must have their enthusiasms. The elder proved loans of $7,000,000 to the New York Central, $2.5 sates 
Senator LaFollette had many. Valuation of railroads, on the to the Illinois Central, $1,226,000 to the receivers of the Wahi Fielt 
theory that knowing the cost and the approximate value of and $1,500,000 to the Baltimore & Ohio. p oy 
them would enable the Commission to make reasonable and Senator Sheppard, of Texas, had published in the Congy rt fr 
nondiscriminatory rates was one of his. The Commission sup- sional Record of May 2 a resolution of the Texas legisla’ “| 
plied the material that fired the senator from Wisconsin into calling on the Reconstruction Finance Corporation to grant aj rat 
the activity that resulted in the valuation law. the Commission to approve a loan of $5,150,000 to the Way “i 
Senator Norris, of Nebraska, appears to have breathed into Beaumont, Trinity & Sabine Railway Co. to enable it to ext us 
President Roosevelt the inspiration that is sending Congress its lines. mii 
rocketing, spraying millions, if not hundreds of them, for a a 90 I ( 
project that many believe will result in good only for those R. C. C. REPORT d th 
who construct the dams and other things, which, if successful Loans by the Railroad Credit Corporation, either actu iainat 
in producing electricity that can be sold at an appearance of made or authorized to be made, up to April 30, to railroads Pocal 
profit (based on the sort of bookkeeping that is done for the meet their fixed interest obligations, totaled $67,308,868, ace sgaile 
government barge line) will wreck the coal-using utility plants ing to the monthly report of the corporation filed with (y astm 
in that part of the country. If apparently successful, they will mission. -ilroa 
destroy the investments of citizens from whom money is being In a letter addressed to chief executives of participatiy aid t! 
taken for the destruction of the money they saved to put into carriers, and accompanying the report, E. G. Buckland, presidg nd 2 
the stocks and bonds of the utility companies with which the of the Railroad Credit Corporation, stated that as of April Mii ure 
government will compete. 1933, the corporation had received, in cash, emergency reveny a 
Valuation is one monument to LaFollette. It has cost a lot and interest aggregating $69,326,142. After payment of $183,MME one 
of money. Now it is being scrapped, with sour-tongued moss- administrative expenses there remained available for the py ate 
backs standing around to say it should never have been started. poses of the plan a net of $69,142,358. This amount is repel aie 
Perhaps Muscle Shoals will be a different sort of monu- sented by outstanding loans totaling $61,518,207 and a reserve stanc 
ment to Norris and Roosevelt. There are, however, several fund of $4,343,536 to meet requirements for tax refunds as pi ine 


folks in Washington who believe it will be an equally foolish, Vided by the plan. The remainder, or $3,280,615, is the workiy lain: 
balance, which, with the revenues due in May, is available p 


take up the loan commitments of $4,492,000. 


but much more expensive, dream.—A. E. H. 51.6 
servi 
had 1 


LOANS TO RAILROADS age -cgpincssimbcernghivmaing act 2 


, The Commission, by appropriate fourth section and sixtif%tne ; 
Though the loans made to railroads by the R. F. C. are .oction orders, has authorized the Southern and the New 0: mac 
considered by some as more or less doubtful, said Jesse H. jeans & North Eastern to establish passenger fares on the baiifiy 
Jones, director of the Reconstruction Finance Corporation, in of 1.5 cents a mile, in coaches, without regard to the agg aay 
an address in Washington, D. C., in his opinion “most of these ate of intermediate part of the fourth section, effective on om of tt 
loans will either be collected or put on an entirely sound basis day’s notice. The lowered basis is to be applied between Nor 
through railroad oh gp nara - oe folk and Danville, Va., Washington, D. C., and Harrisonbur 
It is not unlikely that when these reorganizations are ya Chattanooga, Tenn., and Bristol, Tenn.-Va., and Hattiesburg 
undertaken the Reconstruction Finance Corporation may be Miss., and New Orleans, Ia. The sixth section permission at 
called upon to furnish additional funds, and in doing this, these thorized the publication of the fares, operative on one day’ 
new funds, as well as previous advances, could become pre- notice, not earlier than April 30. 
ferred claims,” said he. ; - So as to enable the Baltimore & Ohio to put its reduced 
Some of our railroad loans, in my own opinion, have been passenger fare basis into effect between Cincinnati on the east 
wisely made and some not, but undoubtedly the Reconstruction and St. Louis on the west, the Commission, in No. 11703, in the 
Finance Corporation can be helpful in reorganizing railroads matter of intrastate rates within the state of Illinois, has sus 
and in putting their capital structures on a sounder basis. pended its order of Nov. 13, 1920, until Sept. 30, as it affects 
Indeed, until the investing public can be brought back into the such stations on its line in Illinois (East St. Louis, Ill, and 
bond market, it will be necessary for the government to fur- Boman, IIL, inclusive), as are intermediate between St. Louis 
nish them with credit. I can conceive of the necessity and the nq Cincinnati, in the matter of transportation in coaches, sleep 
desirability of the government taking a _ strong position in ing and parlor cars. 
financing the railroads. This can be safely done under the A similar order, for the like purpose, has been issued in 
proposed coordination to effect economy.” E No. 11830, Ohio rates, fares and charges, modifying the order 
Up to the close of business on April 22, according to a of Jan. 10, 1921, in so far as its affects transportation of passer- 
statement released by the Reconstruction Finance Corporation gers in coaches, sleeping and parlor cars between Fort Hill and 
for publication May 1, the corporation had authorized 116 loans Cincinnati, O. 
aggregating $365,782,843 to 65 railroads. Of that total $264,740 The orders that have been suspended until Sept 30 are 
had been canceled or withdrawn, $29,708,530.52 remained at the those issued by the Commission so as to enable the Baltimore 
disposal of borrowers and $335,809,572.48 had been disbursed to g QOhio and other railroads to put into effect, as to intrastate 
them, of which $20,278,173,93 had been repaid. _ ecommerce within Illinois and Ohio, fares on the 3.6 cents a mile 
The Commission, by division 4, in Finance No. 9936, Erie  pasis, plus a surcharge for passengers in parlor and sleeping 
Railroad Co. reconstruction loan, upon further application, has cars, which basis is now being abandoned between Cincinnati 
approved an additional loan of $1,500,000 to the applicant from nq St. Louis. 
the R. F. C. The Erie sought the additional loan to obtain a a 
funds for the purpose of paying, in part, interest due May 1, 
amounting to $1,686,100. As collateral the carrier offered all N. Y. STORE DOOR DELIVERY 


or any part of a new issue of its refunding and improvement : . rl 
mortgage 6 per cent bonds, series of 1932, due Feb. 1, 1962, 4-395, in which store door delivery and pick-up was propose 


authority for the issuance of which was and is pending in an for the Pennsylvania and two of its affiliate lines in New York 
application filed by the Erie in Finance No. 9935. The total nd the adjoining metropolitan area in New Jersey and it be 
of reconstruction loans approved for the applicant, to date, the came effective May 1. 
report said, was $13,403,000. ee ie ie Bee ake be eee 
The Commission approved the loan on condition that the HOCH-SMITH GRAIN HEARING 
applicant should deposit the proposed issue of refunding and Representative Hope, of Kansas, in H. R. 5309, has proposed 
improvement bonds as a pledge and further pledge $572,900 of authorizing an appropriation of $8,000 for continuation of hear- 
the common stock of the Lehigh & Hudson River Railway Co. ings by the Commission at Chicago in the Hoch-Smith grail 
In Finance No. 9975, the Chicago, Milwaukee, St. Paul & case. A similar bill was offered recently in the Senate by Set 
Pacific has asked the Commission to approve a loan of $9,000,000 ator McGill, of Kansas. 


The Commission refused to suspend the Curlett tariff, I. C.C. 
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N. & W. COAL RATES 
HE Commission, by division 4, in No, 23338, Fieldale Mills 
et al. vs. Norfolk & Western, has found unreasonable the rates 
, bituminous coal from mines in West Virginia on the N. & W. 
» Fieldale, Va., to the extent that they exceeded or may 
xceed $2.30 from the Pocahontas and Tug River districts and 
955 from the Thacker district. It prescribed the rates men- 
oned to be effective not later than August 3, and awarded 
eparation. 
Pommissioner Eastman concurring, said he agreed with the 
onclusions because they were in line with the recent decision, 
by division 5, in Virginia Corporation Commission vs. N. & W., 
90 I. C. C. 325. Were it not for that fact, he said, he would 
ind the rates unreasonable to the extent sought by the com- 
jainants. They asked for rates of $2.15 and $2.25 from the 
Pocahontas and Thacker Group districts as maxima. The rate 
ssailed from the Pocahontas group was $2.82. Commissioner 
astman said that the N. & W. was one of the most prosperous 
ailroads of the country with very low ton mile costs. He 
said that in this case it was charging rates for hauls of 204 
and 262 miles which yielded 13.8 and 11.1 mills, respectively, 
figured on a net-ton basis. The car-mile earnings, said Mr. 
astman, reached the “excessive figures of 82.9 and 66.6 cents 
espectively.” He added that from the Pocahontas group the 
ate attacked was 125 per cent of the Holmes & Hallowell 
scale, “an absurdly high percentage considering the circum- 
stances surrounding the coal traffic on this road.” Commis- 
sioner Eastman said that the rates proposed by the com- 
plainant would yield 10.5 and 8.6 mills a ton-mile and 63 and 
51.6 cents a car-mile, respectively, and were ample for the 
service rendered, if not too high. He said the Commission 
had recommended the repeal of the recapture provisions of the 
act and that that fact emphasized, if any emphasis were needed, 
the need for “keeping the local rates on these ‘coal carrying 
machines’ (N. & W. and C. & O.) within just and reasonable 
bounds.” 
Commissioner Mahaffie dissented on the reparation phase 
of the decision. 


FAR WESTERN BRICK CASES 


The Comission, by division 2, in a report written by Com- 
missioner Aitchison in No. 23847, Denver Fire Clay Co. vs. 
Apache Railway Co. et al., two sub.-numbers thereunder, Stand- 
ard Fire Brick Co. vs. Same and Associated Jobbers and Manu- 
facturers vs. Same; No. 24574, Montezuma Copper Co. et al. vs. 
A. T. & S. F. et al., and No. 24795, Calumet & Arizona Mining 
Co. vs. Same, has found unreasonable the rates on brick and 
related articles from Denver, Colo., to destinations in Texas, 
New Mexico, Arizona, Utah, Wyoming, Idaho, Nevada, Cali- 
fornia and Oregon, and from Pueblo, Colo., to the same des- 
tinations, except those in New Mexico and Texas; and from 
Los Angeles, Calif., and points grouped therewith to destina- 
tions in Arizona and New Mexico and El Paso, Tex. New rates 
gen. are to be made in accordance with a scale, not later than July 
and 10, from Denver and Pueblo to destinations in Wyoming on the 

Union Pacific, Cheyenne and west, and to destinations in Idaho, 
are™ Utah, Arizona, Nevada, Oregon and California, and from the 
ore Los Angeles group points to destinations on lines of defendants 
ate in Arizona and New Mexico and El Paso. 
nile The scale, based on a minimum of 60,000 pounds, provides 
ing arate of 12 cents for the block between 90 and 100 miles; 17 
ati cents for 220 miles; 23 cents for 420 miles; 29 cents for 620 

miles; 35 cents for 820 miles; 41 cents for 1,000 miles; 45 cents 

for 1,200 miles; 49 cents for 1,400 miles; 53 cents for 1,600 

miles; and ends with a rate of 55 cents for 1,700 miles. 
ry Assailed rates from Denver to destinations in New Mexico 
od and Texas were found unreasonable in the past and for the 
‘k future to the extent they exceeded or might exceed rates based 
on 12 per cent of the southwestern scale of first class rates 
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prescribed for equivalent distances in the southwest, plus cor- 
responding differentials for the hauls in New Mexico and Texas, 
for the hauls in Oklahoma and Texas differential territory un- 
der the scale of differentials prescribed for application in Texas 

d differential territory. 

: The report says that distances should be computed over the 
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The report further says that if the 
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railroads desire to establish group rates in lieu of point to 
point scale rates, for distances in excess of 150 miles, this may 
be done provided such group rates represent a fair average of 
the point to point rates from and to points in the respective 
groups. The present authorized emergency increases, the re- 
port said, might be added to the rates prescribed. 

Reparation was awarded to the Denver Fire Brick Co. on 
shipments to Texas and New Mexico. The Commission said 
that in computing reparation on shipments which moved on or 
after January 4, 1932, the emergency surcharges should be added 
to the rates found reasonable. 

The report said that the record warranted no different 
level of rates to points on branch lines than to main line points. 
Neither, it added, did the record indicate the necessity for pre- 
scribing a higher basis for short or weak lines than for stand- 
ard lines. However, the Commission said, if any defendant 
believed it was entitled to special treatment in this connection, 
the matter might be brought to its attention in an appropriate 
manner, 


METAL CONTAINER REVISION 


Saying that, in considering this case, it had not been un- 
mindful of the economic changes which had led many to believe 
in the wisdom of a general reduction in the capital charges and 
rates of the railroads, the Commission, in a report written by 
Commissioner Tate, in No, 24426, rates and minimum weights 
on metal containers (and cases joined with it), opinion No. 
18509, 191 I. C. C. 761-800, has laid down the basis for a revi- 
sion of ratings, rates and minimum weights on metal containers, 
but has not prescribed it, in the three big classification terri- 
tories. 

According to Commissioner McManamy the revision ap- 
proved will result in average increases of 20 per cent in official 
territory, 10 per cent in the southwest, 34 per cent in western 
trunk line territory, and 15 per cent in the southeast. He ex- 
pressed the view in a dissent. The report also embraces: 


No. 19646, Gopher State Canneries, Inc., vs. A. T. & S. F. et al.; 
No. 21808, Michigan Canners’ Association vs. Ann Arbor et al.:; No. 
21870, Akin Brothers Canning Co. et al. vs. A. T. & S. F. et al.; No. 
21926, Evaporated Milk Association vs. A. & R. et al.; I. and S. No. 3307 
cans, iron, steel, or tin, in Illinois and Western Trunk-Line Territor- 
ies and between those territories and Central Territory; I & S. No. 
3297, Classification Ratings and Minimum Weights on empty cans and 
steel barrels or drums in official Territory; I. and S. No. 3461, iron and 
steel barrels and drums to, from and between points in Southern Ter- 
ritory; I. and S. No. 3531, metal containers from, to and between points 
in Official Classification Territory; and I. and S. No. 3643, empty re- 
turned carriers between points in Oklahoma and points in Colorado, 
New Mexico, and Wyoming; and, to the extent that the issues fall 
within the scope of this investigation, I. and S. No. 3088, cans, iron, 
steel, or tin, in Illinois and Western Trunk Line Territories and be- 
tween those territories and Central Territory; I. and S. No. 3130, South- 
western rates; I. and S. No. 3228, cancellation of ratings on empty car- 
riers or containers, returned, between points in Western Trunk-Line 
Territory; and I. and S. No. 3423, empty returned carriers, cases, 
bottles, barrels, drums, Texas and Oklahoma to Colorado. 


The report specifies what the Commission deems would be 
reasonable classification ratings, rates, minimum weights and 
packing specifications, but does not prescribe them. Instead, 
it said the Commission would expect the carriers to notify the 
Commission within thirty days of the service of this report 
whether or not they would voluntarily revise their rates and 
ratings on bases not in excess of those herein approved, and 
if so, on what date. Meanwhile, the report said, the Commis- 
sion would retain jurisdiction of the subject matter. 

Virtually all containers embraced in the investigation are 
grouped and alternative ratings set up with minima of 14,000, 
20,000 and 30,000 pounds. Ratings, carloads, are: Official ter- 
ritory, column 60, column 50, and column 40; and in southern 
and western territories, column 55, column 50 and column 40. 
Less than carload ratings are stated in terms of the old method, 
that is, first class, second class or third class, or fractions 
thereof, column ratings being applied only to the carloads. 

The Commission said that upon investigation of rates in 
the three territories on sheet iron or steel white lead drums, 
putty drums, barrels, axle grease boxes, cracker cans or boxes, 
cans, and boxes, N. O. I. B. N., milk, cream, and ice cream cans 
oil cans, shop cans, tank wagon cans, powder kegs, ash, garbage 
and refuse cans, pails, or buckets, N. O. I. B. N., and ice cans, 
it was found that all of these containers except old cracker 
cans or boxes shipped in wheel carriers, old barrels made of 
nineteen gage or thicker sheet metal with capacity in excess 
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of 15 gallons, and ice cans should be grouped for rate purposes. 

Less than carload ratings in the three big classifications 
for the containers carriers so grouped but subdivided accord- 
ing to capacity and gauge of metal used in their construction, 
are set forth in the tabulation hereinafter given. Other find- 
ings, as summarized by the Commission, follow: 


Maximum reasonable ratings and rates for old barrels made of 
19-gage or thicker sheet and with capacity in excess of 15 gallons will 
be, in less than carloads, third class in official, southern, and western 
classification; in carloads if made of 16-gage or thicker sheet, mini- 
mum 18,000 pounds, column 40 rates in official territory and column 
35 rates in southern, southwestern, and western trunk-line territories, 
and if made of 17 to 19 gage sheet, minimum 14,000 pounds, column 
45 rates in official territory and column 40 rates in southern, south- 
western, and western trunkline territories. 

Maximum reasonable ratings in official, 
classifications on old cracker cans or boxes in wheeled carriers, 
any quantity, will be second class. : 

Maximum reasonable ratings for ice cans in less than carloads in 
official, southern, and western classifications will be second class if 
shipped loose or on skids and third class if shipped in boxes, bundles, 
or crates, f ; 

That contingent upon establishment of rates and ratings not in 
excess of those found reasonable in the report, cancellation of classi- 
cation exceptions and commodity rates, as proposed in the subjoined 
suspension proceedings, may be effected, excepting carload commodity 
rates on packers’ cans in western trunk-line territory, which latter 
may be increased as indicated in the report. ; : 

Ratings, rates, minimum weights, and packing specifications for 
containers under consideration found not to have been unreasonable 
in the past. 


In summing up and in making its findings, the Commis- 
sion said: 


In the consideration of this case we have not been unmindful 
of the economic changes which, commencing almost with the incep- 
tion of this proceeding and continuing since, have led many to be- 
lieve in the wisdom of a general reduction in the capital charges and 
rates of the railroads. We have also given thought to the conten- 
tion advanced by southern and western shipping interests that their 
rates on manufactured goods, including sheet-metal containers, are 
disproportionately high in relation to those in official territory. But 
we could not if we wished remake the freight-rate structure in a 
proceeding of this character, relating as it does to the rates for a 
single group of commodities, and that a relatively small one. The 
problem here is essentially one of classification, to determine a basis 
of rates for these containers which shall be reasonable in compari- 
son with those currently being paid for the transportation of similar 
articles and classes of traffic. The conclusions herein announced, 
which have been reached from that standpoint, do not in any sense 
foreclose the larger question of whether or not freight rates generally 
should be revised to reflect recent profound economic changes; nor 
is the narrowing of the spread which is here being effected between 
the rates in official territory and those in the South and West to be 
regarded as the ultimate solution of this vexed problem, a solution 
which must be left for future consideration. 

We find that the schedules filed in I. and S. No. 3297, by which 
it is proposed to revise the carload ratings on sheet-metal containers 
in the official classification, have not been justified, but that such 
ratings may be revised in accordance with the views expressed herein. 

As to the schedules filed in the remaining suspension cases con- 
solidated herewith, by which cancellation of various comomdity rates 
and classification exceptions is proposed, we find that such cancel- 
lations, with the exception of the carload commodity rates on packers’ 
cans in western trunk-line territory, have been justified, provided that 
classification ratings not in excess of those herein found reasonable 
are established contemporaneously. with or prior to such cancella- 
tions. Respecting the carload commodity rates on packers’ cans in 
western trunk-line territory, we find that the interested respondents 
have justified an increase of not more than 50 per cent, subject as 
a maximum to the column 55 rates, and as a minimum to the column 
35 rates, on condition that the commodity rates so increased are made 
subject to a carload minimum not exceeding 14,000 pounds, subject in 
turn to rule 34 of the governing classification. In applying the 50 
per cent increase, fractions of less than a half-cent should be dropped, 
and those of a half-cent or more should be increased to the next 
whole cent. Wherever the applieation of a 50 per cent increase with 
fractional cents properly disposed of, produces a rate equal to or in 
excess of the column 55 rate between the same points, the commodity 
rate should be cancelled and the classification bases made applicable. 

We further find that the ratings, rates, minimum weights, and 
packing specifications for the containers embraced in the order of 
investigation in the title case, and those placed in issue by the sev- 
eral complaints consolidated herewith, have not been unreasonable 
in the past, but that for the future they will be unreasonable to the 
extent that they exceed or may exceed the bases set out below: 

Offi- South- West- 
cial ern ern 


southern, and western 
in 


Containers, sheet iron or steel, set up (with or with- 
out their equipment of bails, handles, covers, 
bungs, or nozzles), viz: 

Barrels, half-barrels, 
kegs, puncheons or 
shipping (see note); 

Boxes, axle grease; 

Boxes, N. O. I. B. N.; 

Cans, cream or milk shipping; 

Cans, ice cream; 

Cans or boxes, cracker, including those 
partly of glass (see note); 

Cans, oil; 

Cans, shop (shop kegs or shop barrels); 

Cans, tank wagon; 

Cans, ash, garbage, oiled waste, or refuse; 

Cans, N. O. I. B. N., including those jacketed; 

Drums, kegs or pails, white lead; 

Drums, kits or pails, putty; 

Pails (buckets), N. O. I. B. N., not enameled: 

Liquid capacity not exceeding 1 gill: 

in barrels, bees or crates, I. C. L......1...20.%5 3 3 3 

Liquid capacity exceeding 1 gill but not exceeding 1 
gallon: 

Not nested, 
Be Cy de 


casks, 


drums, hogsheads, 
tierces, 


mm St Bh. 


made 


in barrels, boxes, cartons or crates, 


~) 
bo 
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Nested, in bundles or other packages, L. C. L... 3 
Liquid capacity exceeding 1 gallon but not exceeding 
5 gallons: 


Loose, or in bundles not nested, L. C. L............ 1% 1%. 
Not nested, in barrels, boxes, cartons or crates, a 
eS a Orr errr Sree er ere re ee ee eee 1 1 1 
Nested, in bundles or other packages, L. C. L... 2 2 
Liquid capacity exceeding 5 gallons but not exceed- 
ing 15 gallons: 
Sides made wholly of 19 gauge or thicker sheet: 
ems, ta. Cy. Basceus SIE PRE er ener 1 1 1 
In bundles or other packages: 
eg” eS ae ee 1 1 ; 
SS re rare 2 2 5 
Sides made wholly or partly of 20 gauge or 7 
thinner sheet: 
Loose, or in bundles not nested, L. C. L.... 1% i% jy 
Not nested, in barrels, boxes, cartons, or Z 2 
ee a eer rere 14% 1% 1 
Nested, in bundles or other packages, L. C. L. 1 “ss he 
Liquid capacity exceeding 15 gallons: 
Sides made wholly of 16 gauge or thicker sheet: - 
ieose GF in packages, Li. C; - La. isc cccccccccs 2 2 ) 


Sides, in thinnest part, not thinner than 19 nor 
thicker than 17 gauge: 
ee re ee re ree 1 1 1 
In bundles or other packages: 
Not nested, L. C. L. 
A ET i Sis avs Niendawewawewwaacs 2 
Sides made wholly or partly of 20 gauge or 
thinner sheet: 


I a 1% 1% 4 
In bundes or other packages: : 
Ce ee ear re ree 1% 1% 4a 
SE, BA Be Ds tt vassecceeesens vases 1% 1% 


Straight or mixed carloads of any or all of the fore- 
gong, loose or in packages, alternative bases as 
ollows: 


Minimum weight 14,000 pounds, subject to rule 34.60 
Minimum weight 20,000 pounds, subject to rule 34.50 
Minimum weight 30,000 pounds, subject to rule 34.40 
Note—Ratings do not apply on old (used) cracker 
cans or cracker boxes in wheeled bakery goods car- 
riers, nor on old (used) barrels, half barrels, casks, 
drums, hogsheads, kegs, puncheons, or tierces, N. 
O. I. B. N., shipping, of capacity exceeding 15 gal- 
lons and with sides made wholly of 19 gauge or 
thicker sheet. For these see separate specifications. 
Cracker cans (cracker boxes), old (used): 
In wheeled carriers, any quantity............... 3 2 
Barrels, half barrels, casks, drums, hogsheads, kegs, 
puncheons, or tierces, N. O. I. . N., shipping, 
old (used), liquid capacity exceeding 15 gallons: 
Sides made wholly of 16 gauge or thicker sheet, 
loose or in packages— 
te C. Ee 3 3 3 
Cc. L., minimum weight 18,000 pounds, subject 
A. a, ee Re A Ee ea oe ee 
Sides, in thinnest part, not thinner than 19 gauge 
nor thicker than 17 gauge, loose or in pack- 
ages— 


50 
40 


35 
a0 
40 


Re. ee! Mee ch ctecenesswies ae heaeas ee ceases aes 3 3 3 
Cc. L., minimum weight 14,000 pounds, sub- 
ce ek. ere rere eee 45 10) 40 
Barrels, half barrels, etce., with sides made 


wholly of 16 gauge or thicker sheet, in mixed 
carloads with those with sides, in thinnest 
part, not thinner than 19 gauge nor thicker 
than 17 gauge; loose or in packages— 

Cc. L. minimum weight 18,000 pounds, subject 


OE Sorc Se ane 5,9. bub ecec eae ue cekoe wae 40 40) 40) 

Ice cans: : 
eT ee a Oe Gee Fe ree 2 2 2 
En DUNGIC“, BORGES, OF CYATOD... oo. ceccccccccccisece 3 3 3 


We appreciate that analysis of the findings herein announced by 
interested shippers and carriers, and experience with the rates and 
ratings approved, may demonstrate the need for certain changes 
therein in detail; and indeed major modifications may become neces- 
sary within a comparatively short time by reason of the rapidly 
changing conditions with which the carriers are confronted. For 
these reasons no orders will be entered in the premises except, at the 
appropriate time, a blanket order in modification of outstanding 
orders in past proceedings which require the maintenance of ratings 
and rates at variance with those approved herein. We shall expect 
the carriers to notify us, within 30 days of the service of this report, 
whether or not they will voluntarily revise their rates and ratings on 
bases not in excess of those herein approved, and if so, on what date. 
Meanwhile we shall retain jurisdiction of the subject matter. 


Commissioner Eastman, in a concurrence, criticized his 
colleagues for using percentages on the first class rates in 
making classification ratings. 

Commissioner Aitchison dissented for the reasons stated 
in his separate expression in West Coast Kalsomine Co. Vs. 
A. & R. 190 I. C. C. 61, and dissented from the use of pei: 
centages of first class rates in the making of ratings. 

In his dissent, after setting forth the increases he esti- 
mated would result, Commissioner McManamy said uniformity 
in ratings was desirable, but that it was not justification for 
such increases. Commissioner Porter joined in that expression. 


COMMISSION REPORTS 


Crushed Stone 


No. 25245, Hiddenite Granite Co. vs. Yadkin et al. By di- 
vision 5. Rates, crushed stone, from North Carolina to Virginia 
and South Carolina points, between North Carolina points mov- 
ing interstate and from Tennessee points to North Carolina 
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points, except on shipments moving over the Atlantic & Yadkin, 
were, are and for the future will be unreasonable to the extent 
they exceeded, exceed or may exceed the single line scale pre- 
cribed in Rates on Chert, Clay, Sand, and Gravel, 122 I. C. C. 
133, subject to the authorized emergency charges on and after 
january 4, 1932. Complainant and intervener entitled to repara- 
tion. Order for future effctive on or before July 29. 


Hydrated Lime 


No, 25114, Lime Products Corporation vs. B. & O. et al. 
py division 2. Complainant entitled to reparation on finding 
rates, hydrated lime, Speedway (Indianapolis, Ind.), to points in 
Ohio, Michigan, Kentucky, and Illinois, unreasonable, but not 
otherwise unlawful, to extent they exceeded 12 cents to Louis- 
yille and Dayton, 14 cents to Columbus, Chicago, and Joliet, 14.5 
cents to Jackson, 15.5 cents to East St. Louis, 16 cents to De- 
init, and 17 cents to Flint, subject on and after January 4, 1932, 
to the emergency charges. 


Sand and Gravel 

No. 24840, East Tennessee Sand & Gravel Co. vs. Southern 
et al., embracing also a sub-number, American Limestone Co. 
ys, Southern et al. By division 5. Rates, sand and gravel, from 
Elizabethton, Tenn., were, and rates from Elizabethon and 
Siam, Tenn., to points in Virginia, are and for the future will 
be unreasonable to the extent they exceeded, exceed or may 
exceed the rates which were prescribed for joint line hauls in 
Buckland vs. B. & A., 139, I. C. C. 88, from Bethlehem and Hoken- 
dauqua, Pa., to points in New Jersey and New York. Furthur 
found that circumstances and conditions surrounding transpor- 
tation of sand and gravel from Elizabethton and Siam to desti- 
nations covered by the complaint “are substantially the same as 
those arising” in respect of such traffic from Petersburg, Va., and 
that the maintenance of relatively lower rates on sand and gravel 
from Petersburg to those destinations results and wall result 
in undue prejudice to complainants, which undue prejudice 
should be removed by establishment of intrastate rates from 
Petersburg to the destinations in Virginia not less than those 
which would apply under the Buckland scale. Defendants and 
state commission should take necessary action to remove unlaw- 
fulness found to exist by reason of present intrastate rates. 
Reparation awarded. Order for future effective on or before 
July 29, 





Live Stock 


No. 25479, Brinkman, Wood, and Beck vs. Pennsylvania 
By division 2. Carload rate, live stock, Berne, Ind., to Pittsburgh, 
Pa. unreasonable to extent it exceeded 70 cents. Reparation 
of $62.40, with interest, awarded. 


Plate Glass 


No. 25482, Thoma Glass, Inc., vs. St. L.-S. F. et al. By divi- 
sion 2. Dismissed. Rate, plate glass, Crystal City, Mo., to Fair- 
field, Ia., not unreasonable. 


Corn 


No. 25512, Davis Milling Co., Inc., vs. A. C. L. et al. By 
division 2. Dismissed. Rates, corn, from Illinois and Ken- 
tucky points to Norfolk, Va., there milled and the product re- 
shipped to Augusta, Ga., not unreasonable. 


Automatic Train Control 


No. 13413, in the matter of automatic train control devices, 
Reading Co. and Atlantic City Railroad Co. By division 6 on 
further consideration. Report written by Commissioner Mc- 
Manamy. Orders of June 13, 1922, and January 14, 1924, as 
amended in so far as such orders affect Reading Co. and Atlantic 
City Railroad Co., modified to permit use on lines between Jen- 
kintown and Bethlehem, Pa., and between Camden and Atlantic 
City, N. J., of an automatic cab-signal system in lieu of auto- 
matic train-stop or train control devices as now required by 
said orders. Specifications and requirements for cab-signal sys- 
tem prescribed. 

No. 13413, in the matter of automatic train control devices, 
the Central Railroad Co. of New Jersey. By division 6 on fur- 
ther consideration. Report written by Commissioner McManamy. 
Orders of June 13, 1922, and January 14, 1924, as amended, in 
so far as such orders affect the Central Railroad Co. of New 
Jersey, modified to permit it to use on its line between Red 
Bank and Winslow Junction, N. J., and between Elizabeth Ave- 
nue Station and Perth Amboy, N. J., and on the line of the New 
York & Long Branch Railroad between Perth Amboy and Bay 
Head Junction, N. J., an automatic cab-signal system in lieu 
of automatic train-stop or train-control devices as now required 
by said orders. Specifications and requirements for cab-signal 
System prescribed. 

Corn Chops 


No. 25321, J. W. S. Bower vs. St. L.-S. F. et al. By division 
5. Dismissed Rates, corn chops, Muskogee, Okla., to Capitan, 
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N. M., inapplicable. Applicable rate, 69.5 cents, unreasonable 
to the extent it exceeded 48 cents. Defendants authorized to 
Waive undercharges to the basis of the rate found reasonable. 


Fresh Meat 

No. 25487, Pearl Packing Co., Inc., vs. Pennsylvania et al. 
By division 4. Rates, fresh meat, in straight or mixed carloads, 
with packing house products, Madison, Ind., to New York, N. 
Y., and Philadelphia, Pa., unreasonable to the extent they ex- 
ceeded or may exceed 79 cents to New York and 77 cents to 
Philadelphia, provided that to these rates there may be added 
for application on and after January 4, 1932, the emergency sur- 
charges. Reparation awarded. New rates to be effective not 
later than August 3. 


Peaches 
No. 25533, Consolidated Fruit Co. vs. N. Y. C. et al. By divi- 
sion 2. Carload, peaches, Wilson, N. Y., to Bluefield, W. Va., 
not misrouted, but applicable rate found unreasonable to the 
extent it exceeded $1.23. Reparation of $53.46 awarded. 


Tomatoes 


No. 23778, Traffic Bureau, Lynchburg Chamber of Commerce 
vs. S. A. L. et al. By division 4. Dismissed. Rates, certain 
shipments, tomatoes, points in Florida to Lynchburg, Va., not 
unreasonable. Other shipments found to have been under- 
charged. Applicable rates, shipments from Homestead and 
Palmetto, Fla., to Lynchburg, moving via the route composed 
of the Seaboard to Savannah and the Southern beyond, found 
unreasonable to the extent they exceeded 76.5 cents a crate 
from Homestead and 46.5 cents a lug basket from Palmetto. De- 
fendants authorized to waive collection of outstanding under- 
charges down to the basis of the rates found reasonable. 


Vegetables 


No. 24829, M. Botner et al. vs. Gulf Coast Lines et al. By 
division 3. Dismissed. Rates, fresh and green vegetables, in 
straight and mixed carloads, points in Texas to Montreal, Que., 
found applicable and not shown to have been or to be unreason- 
able or otherwise unlawful. 


Tomatoes, Etc. 
No. 25159, Bluefield Produce & Provision Co. et al. vs. 
A. C. L. et al. By division 4. Dismissed. Rates, tomatoes, 
cabbage, potatoes, and vegetables, N. O. S., carloads, points in 
Florida to Bluefield, Welch, and Williamson, W. Va., not shown 
to have been unreasonable. 


Sewer Pipe 


No. 25160, San Antonio Sewer Pipe Works vs. I.-G. N. et al. 
By division 4. Rate, sewer pipe, Deepwater, Mo., and Pittsburg, 
Kan., to Laredo, Tex., for export, unreasonable but not unduly 
prejudicial to the extent it exceeded 49 cents from Deepwater 
and 46 cents from Pittsburg. Reparation of $301.82 awarded. 


Iron and Steel, Etc. 

No. 25240, Leidecker Tool Co. vs. B. & O. et al. By divi- 
sion 4. Rates, iron and steel articles and oil-well supplies, 
Casper, Wyo., to Marietta, Ohio, unreasonable to the extent 
that they exceeded $1.01 on iron and steel articles and $1.30 
on oil-well supplies. Reparation of $3,087.30, with interest, 
awarded. The commodities considered had been shipped from 
Marietta to Casper, according to the report, but returned to 
Marietta because they were no longer salable at Casper. 
Charges, the report said, were collected at a combination rate 
of $1.91 a 100 pounds, applicable on oil-well supplies. Com- 
plainants sought reparation based on the rates to which the 
Commission awarded reparation. 


Cotton Padding 


No. 25311, Pittsburgh Waterproofing Co. vs. B. & O. et al. 
By division 3. Dismissed. Rates, cotton padding, less than 
carloads, East Point, Ga., to Pittsburgh, Pa., and Chicago, IIl., 
not unreasonable. 

Garden Seed 

No. 25251, American Seed Trade Association vs. A. & R. 
et al. By division 4. Dismissed. Classification ratings, garden 
seed, carloads and less than carloads, not unreasonable. 

Lumber 

No. 24167, Traffic Bureau, Lynchburg Chamber of Commerce, 
for Mullan-Bailey Lumber Co., Inc., vs. Southern et al., No. 
24810, Traffic Bureau, Lynchburg Chamber of Commerce vs. 
Southern et al., and No. 24897, Same vs. Same. By division 4. 
Dismissed. Rates, lumber, from the Carolinas to destinations 


in the Virginias, not unreasonable. 
Pipe Coating 
No. 24549, Wailes Dove-Hermiston Corporation et al. vs. 
A. & R. et al., embracing also a sub-number, Phoenix Utility 
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Co. et al. vs. Same et al., and No. 25232, United States Pipe 
& Foundry Co. vs. A. G. S. et al. By division 2. Fifth class 
rates found applicable on pipe coating, carloads, prior to April 
20, 1931, from points in Illinois, New Jersey, Pennsylvania, Ohio, 
Tennessee, Alabama, Missouri, Oklahoma and Texas to desti- 
nations in the United States east of and including Arizona, 
Colorado, Wyoming and Montana. Applicable rates not un- 
reasonable in the past. Rates between points in official terri- 
tory covered by the complaint are and for the future will be 
unreasonable to the extent they exceed or may exceed 25 per 
cent of the corresponding present first class rates, minimum 50,000 
pounds. Rates from, to and between points considered in south- 
ern, southwestern and western trunk line territories, including 
Arizona, New Mexico, Colorado, Wyoming and Montana and be- 
tween points in those territories, on the one hand, and official 
territory, on the other, are and for the future will be unreason- 
able to the extent they exceed or may exceed 22.5 per cent of 
the corresponding present first class rates, minimum 50,000 
pounds, To the rates prescribed for the future may be added 
the present authorized emergency increases. Order for future 
effective on or before August 3. Commissioner Atchison, dis- 
senting, did not concur in the use of percentages of first class 
in fixing rates for the future nor in the finding that the rates 
charged in all instances were not unreasonable in the past, 
particularly the fifth class rates. 


Rail Track Material 

No. 25200, American Tank & Equipment Corporation et al. 
vs. St. L.-S. F. et al. By division 4. Reparation of $8, with 
interest, awarded on finding carload rate, second-hand track 
railway material, Ranger, Tex., to Oklahoma City, Okla., un- 
reasonable to extent it exceeded 49 cents. Commissioner Ma- 
haffie dissented. 

Grain 


No. 25314, Flanley Grain Co. et al. vs. C. & N. W. et al. 
By division 2. Dismissed. Aggregate charges sought to be col- 
lected on grain, points in South Dakota stopped for transit 
service at Sioux City, Ia.,and reforwarded to various points in the 
United States and to Dresden, Ont., not unreasonable. Com- 
missioner Aitchison dissented. 

Terra Cotta 

No. 24645, Phoenix Utility Co. vs. Pennsylvania et al. By 
division 5. Reparation of $93.60, with interest, awarded on 
further hearing. Finding in 183 I. C. C. 180, that carload rate 
on building terra cotta, Woodbridge, N. J., to Waterville, N. C., 
was unreasonable, affirmed but finding that reparation should 
be paid by the Tennessee & North Carolina Railway Co., modi- 
fied by requiring reparation to be paid by the carriers jointly. 
Commissioner Mahaffie dissented. 


Crushed Stone 
No. 24830, Kelleher Corporation vs. B. & M. et al. By divi- 
sion 4. Dismissed. Rate, crushed stone, Greenfield, Mass., to 
Petersburgh, N. Y., not unreasonable. Commissioner Eastman 
concurred. 
Terra Cotta 


No. 25068, Atlanta Terra Cotta Co. vs. A. & W. P. et al. 
By division 4. Rate, terra cotta, East Point, Ga., to Tucson, 
Ariz., inapplicable; applicable rate, $1.48. Applicable rates to 
Tucson and Prescott, Ariz., on like traffic from East Point were 
not and are not unreasonable, but for the future will be un- 
reasonable to the extent they exceed $1.32. Complainant en- 
titled to reparation. To the rates for the future may be added 
the authorized emergency increases. Order for future effective 
on or before August 3. Commissioner Eastman dissented in part. 

Coal 

I. and S. 3630, Coal from Louisville & Nashville Railroad 
mines in Kentucky and Tennessee to southern points. By divi- 
sion 2. Proposed rates, bituminous coal, mines in southeastern 
Kentucky and eastern Tennessee to various destinations, prin- 
cipally in the Carolinas, and including some destinations in Vir- 
ginia, Tennessee, Georgia and Florida, not justified, except to 
points on the Carolina, Clinchfield & Ohio in Tennessee north 
of Marion, N. C. Suspended schedules ordered canceled and 
proceedings discontinued, without prejudice to the filing of new 
schedules in conformity with the views expressed in the report. 
Commissioner Aitchison noted a concurrences in part. 


PROPOSED REPORTS 


Chrome Liquors 
No. 25651, Lanett Bleachery & Dye Works vs. C. I. & L. 
et al. By Examiner W. K. Berryman. Dismissal proposed. 
Rate, chrome liquors, New Albany, Ind., to Lanett, Ala., ap- 
plicable. 
Tank Cars 


No. 25650, Coltexo Corporation vs. A. T. & S. F. et al. By 
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Examiner Leland F. James. Dismissal proposed. Charges 
numerous new empty tank cars, moving on their own wheels 
Sharon, Pa., to Hoover, Tex., inapplicable. Undercharges in 
the amount of $750 outstanding. Charge of $127.32 a4 car 
applicable. 

Wooden Signposts, Etc. 


No. 25612, J. H. Swisher & Son Co. vs. S. A. L. et al. By 
Examiner Herbert P. Haley. Dismissal proposed. Rate, mix 
carload of wooden signposts and metal signs, Jacksonville, mM, 
to Streator, Ill., applicable, and not unreasonable or otherwise 
unlawful. 

Antimony Oxide 


No. 25499, Harshaw Chemical Co. vs. M. P. et al. By 
Examiner E. P. Hurley. Dismissal proposed. Rates, antimony 
oxide, Elyria, O., to various interstate destinations not show) 
to have been, or to be, unreasonable or unduly prejudicial. 


Various Commodities 


No. 25352, Atmospheric Nitrogen Corporation vs. N. & w. 
et al. By Examiner T. Leo Haden. Dismissal proposed. Rates 
on numerous shipments of various commodities between Hope. 
well, Va., and points in trunk line and New England territories, 
not shown to have been unreasonable. 


Rubber Nut Kernel Oil 


No. 25096, Prosco Oils Corporation vs. B. & O. et al. By 
Examiner L. H. Macomber. Rates, rubber nut kernel oil, Nor. 
folk and Suffolk, Va., and Hertford and New Bern, N. C., to 
Cincinnati, O., and points in New Jersey, unreasonable. Ex. 
aminer recommends that the commodity involved be accorded 
vegetable oil rates and that the maximum reasonable rates for 
the future should be on the same basis as the rates prescribed 
for application on vegetable, fish and sea animal oil in Cot. 
tonseed, Its Products and Related Articles, 188 I. C. C. 605. He 
said the matter of reparation should be held in abeyance until 
issuance of supplemental report and order in 188 I. C. C. 605. 


Coal 


No. 24899, A. B. Cole & Sons et al. vs. M. P. et al. By 
Examiner E. L. Valentine. Recommends reparation on find- 
ing rates, bituminous coal, mines in the Belleville, Centralia, 
DuQuoin, and southern Illinois groups in Illinois to California 
and other Missouri points between May 8, 1929, and August 20, 
1930, unreasonable to the extent they exceeded the rates now in 
effect. 

Rates to Kentucky 


No. 24104, Big Sandy Fruit Co. et al. vs. A. & E. et al. By 
Examiner C. W. Griffin. Complainants, engaged in business at 
Louisa, Paintsville, Thealka, Auxier and Pikeville, Ky., alleged 
that carload and less than carload rates to those points on 
traffic from official territory and carload rates on grain and 
grain products from points in western territory, were unreasol- 
able, unduly prejudicial to complainants and unduly preferential 
of competitors at Williamson, W. Va. Recommends Commis- 
sion find rates assailed from points in trunk line territory were 
not unreasonable; that the class and commodity rates assailed 
from points in central territory and the rates on grain, from 
points in western classification territory to points on the Big 
Sandy division of the C. & O. based on branch line arbitraries 
applicable generally prior to December 3, 1931, were unreasol- 
able to the extent they exceeded the contemporaneously 
applicable rates to Catlettsburg, Ky., by more than the arbi- 
traries prescribed for the respective classes in Wilson & Co. 
vs. C. & O., 104 I. C. C. 641. Reparation proposed. 


M. ST. P. & S. S. Mc. ABANDONMENT 
Examiner R. R. Molster in a proposed report, in Finance 
No. 9619, has recommended that division 4 permit abandon- 
ment by the Minneapolis, St. Paul & Sault Ste. Marie Railway 
Co., and the receiver of the Wisconsin Central Railway Co., of 
operation of a part of a line of railroad extending from Athens 
to Goodrich, 10.55 miles, in Marathon and Taylor counties, Wis. 


The applicants asked authority to abandon the line. The 
examiner recommended that abandonment of operation be per- 
mitted without prejudice to renewal of the original prayers 
of the application after the expiration of one year. 


N. & W. ABANDONMENT 


In the opinion of Examiner Thomas F. Sullivan, expressed 
in a report proposed by him in Finance No. 9207, recommended 
ing that the Norfolk & Western be permitted to abandon its line 
between Wayne and Lenore, W. Va., 53.8 miles, the fact that 
abandonment of a line would result in such loss of railroad 
taxes to counties as to affect adversely their ability to meet 
highway bond obligations, is not a matter that can have any 
controlling effect on the disposition of such a case. 
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protestants against abandonment, among other things, ac- 
cording to the report, showed that highway bonds had been is- 
sued by Wayne and Mingo counties and districts thereof; that 
a representative of applicant aided in the campaign for the 
jssuance of some of these bonds in 1917, and that the loss of 
taxes resulting from abandonment of the line in question would 
impair the ability of the political units involved to meet their 
obligations under such indebtedness. 

The examiner said the traffic available to the line was and 
would continue to be very light, there was no important indus- 
try served, and that the line was paralleled for more than 40 
miles by good highways. He said the operation of the line was 
distinctly a burden on the applicant and on interstate commerce. 


TEXAS & GULF ABANDONMENT 


Examiner J. S. Prichard, in a proposed report in Finance 
No. 9681, has recommended that division 4 permit the Texas 
& Guif Railroad Co, to abandon a branch line of railroad, known 
as the Gary-Grigsby branch, extending from Gary to a point 
near Grigsby, 27.16 miles, in Panola, Shelby, and San Augustine 
counties, Tex. He further recommended that the Gulf, Colo- 
rado & Santa Fe be permitted to abandon operation of the 
said branch line and to abandon operation under trackage rights 
over less than a mile of main line trackage owned by the 
Houston East & West Texas in and adjacent to the town of 
Timpson, Tex. The examiner said the applicants desired to 
retain a portion of the branch south of Gary for utilization as 
a so-called tail of a wye in connection with the handling of 
trains on the main line of the Texas & Gulf. : 


HARTFORD EASTERN ABANDONMENT 


In Finance No. 9574, Hartford Eastern Railway Co. abandon- 
ment, the Commission, by division 4, has issued a certificate 
permitting abandonment of operation by the Hartford Eastern, 
as to interstate and foreign commerce of its entire 42 mile rail- 
road in Snohomish county, Wash., extending from Hartford to 
Monte Cristo. Abandonment was protested by residents in the 
territory tributary to the line, but the Commission held the 
complainant ought not to be required to operate its property 
indefinitely at a loss. 


A. E. ABANDONMENT 


In Finance No. 9114, the Commission, by division 4, has 
issued a certificate permitting abandonment by the Arizona 
Eastern Railroad Co. and the El Paso & Southwestern Railroad 
Co. and abandonment of operation by the Southern Pacific 
Co., lessee, of branch lines of railroad in Cochise County, Ariz. 
The Lines extend from Douglas to Cochise, approximately 59 
miles; from Kelton to Gleason, approximately 6 miles; from 
Kelton to Courtland, approximately 4 miles, and from Pearce 
to the Commonwealth Mill, approximately 1.2 miles. Protests 
against the granting of the application were presented by and 
on behalf of the Arizona Corporation Commission and others. 
On the record the Commission said it was obvious that the 
continued operations of the branch lines would impose an 
undue burden on interstate commerce. 


D. & R. G. W. ABANDONMENT 


The Commission, by division 4, in Finance No. 9386, has 
authorized the Denver & Rio Grande Western Railroad Co. to 
abandon a narrow-gage branch line of railroad extending from 
Lake Junction to Lake City, 35.81 miles, in Gunnison and Hins- 
dale counties, Colo. Protest against the proposed abandonment 
was made by interested individuals and in behalf of the counties 
affected and mining and livestock interests. 


P. & N. W. EXCESS INCOME 


The Commission, by division 1, in Finance No. 5669, the 
Prescott & North Western excess income, has further post- 
poned the effective date of its order of Feb. 1, 1932, from 
March 3 to July 3, 1933. 


ILLINOIS TERMINAL EXCESS INCOME 


The Commission, by division 1, in an order in Finance No. 
3765, Illinois Terminal Co. excess income, has extended until 
Sept. 1, the time in which the carrier mentioned shall comply 
with orders heretofore issued requiring it to pay the amount of 
excess income found due to the Commission. The latest of such 
orders was dated Jan. 28, 1933. It required the carrier to pay 
the amount of excess income found to be due not later than May 
1, The carrier asked for an extension to Sept. 1. The carrier, 
however, contends that it is not required to pay interest on the 
amount asserted to be due the Commission prior to the entry 
of a judgment or decree of a court establishing the principal due 
on account of excess income. The carrier, however, according 
to the recitals in the Commission’s order, has agreed that it 
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will protect the Commission from any loss on account of in- 
terest should its contention not be upheld in the courts, and 
upon that agreement the Commission decided to extend the 
effective date of its order from May 1 to Sept. 1. 





Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Co., St. Paul, Minn. Copyright, 
1933, by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(Court of Appeals of Maryland.) Statute requiring Public 
Service Commission’s permission to operate trucks over state 
highways for hire held not unconstitutional as applied to co- 
operative marketing corporation transporting its stockholders’ 
products for hire (Code Pub. Gen. Laws 1924, art. 56, Secs. 261- 
265, Secs. 258-260, as amended by Acts 1927, c. 152, Sec. 1, and 
Sec. 266, as added by Acts 1927, c. 152, Sec. 2; Const. U. S. 
Amend. 14). (Parlett Cooperative, Inc., vs. Tidewater Lines, 
Inc., 165 Atl. Rep. 313.) . 

State may prohibit or condition, as it sees fit, use of its 
highways for gain.—Ibid. 

State must so regulate use of highways for private gain as 
not to impair materially or destroy their usefulness for proper 
private purposes of all citizens.—Ibid. 

Cooperative marketing corporation, transporting its stock- 
holders’ products for hire, held “public carrier,” but not ‘‘com- 
mon carrier” subject to statutory provisions affecting operation 
of such carriers (Code Pub. Gen. Laws 1924, art. 56, Sec. 259, 
as amended by Acts 1927, c. 152, Sec. 1).—Ibid. 

Statute granting cooperative associations right to compete 
with licensed common carriers in transporting their members’ 
products does not exempt them from statutory provisions ap- 
plicable to all public highway carriers for gain (Code Pub. 
Gen. Laws 1924, art. 23, Sec. 425, as amended by Acts 1931, 
c. 456; art. 56, Secs. 261-265, Secs. 258-260, as amended by Acts 
1927, c. 152, Sec. 1, and Sec. 266, as added by Acts 1927, c. 152, 
Sec. 2).—Ibid. 

Exemption of cooperative associations, transporting their 
members’ freight for hire, from statutory provisions applicable 
to all public highway carriers for gain, would be unconstitu- 
tional as arbitrary and unreasonable classification (Code Pub. 
Gen. Laws 1924, art. 23, Sec. 425, as amended by Acts 1931, 
c. 456; art. 56, Secs. 261-265, Secs. 258-260, as amended by Acts 
1927, c. 152, Sec. 1, and Sec. 266, as added by Acts 1927, c. 152, 
Sec. 2).—Ibid. 

Statute open to fair reasonable construction, wholly con- 
sistent with Constitution, will not be so construed as to render 
it unconstitutional.—Ibid. 





(District Court, E. D. Louisiana, Baton Rouge Division.) 
In injunction suits, record held to show that reduced intrastate 
rate on sugar cane, prescribed by Public Service Commission, 
would, if put into effect, be confiscatory and deprive rail car- 
riers of property without due process of law. (Texas & N. O. 
R. Co. vs. Louisiana Public Service Commission, 2 Fed. Supp. 
622.) 





(District Court, N. D. Ohio, E. D.) Railway could recover 
established rate, even though initial carrier inadvertently per- 
mitted bills of lading to state wrong rate for route designated 
by shipper, and though carrier’s agent failed to notify shipper 
that joint through rate was less than rate for shipper’s route. 
(Wheeling & Lake Erie Ry. Co. vs. Standard Envelope Mfg. 
Co., 2 Fed. Supp. 637.) 

Where no joint through rate exists, rate chargeable is sum 
of established local rates.—Ibid. 


UNCONTESTED FINANCE CASES 


Report and certificate in F. D. No. 9879, permitting H. D. Pol- 
lard, as receiver of the Central of Georgia Railway Company, to 
abandon a line of railroad of said company in Chatham county Ga., 
approved. 

Report and certificate in F. D. No. 9911, authorizing the Chicago 
& North Western Railway Company to operate, under trackage rights, 
over a line of railroad in Peoria and Fulton counties, Ill., approved. 

Supplemental report and order in F. D. No. 8858, authorizing the 
Western Maryland Railway Company to issue $1,659,000 of first and 
refunding mortgage 5% per cent gold bonds, series A, in lieu of the 
same amount of first and refunding mortgage 5 per cent gold bonds, 
series A, said bonds to be pledged and repledged from time to time 
and including June 30, 1934, as collateral security for short-term note 
or notes, previous report 175 I. C. C. 168, approved. 
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Report and certificate in F. D. No. 9869, authorizing the Monon- 
gahela Railway Company to acquire lines of railroad in Monongalia 
county, W. Va., and Greene county, Pa., approved. 

Report and certificate in F. D. No. 9887, permitting the Denver 
& Rio Grande Western Railroad Company to abandon part of its 
Winter Quarters spur in Carbon county, Utah, approved. 

Report and certificate in F. D. No. 9885, permitting the Chesa- 
peake & Ohio Railway Company to abandon part of its Potts Creek 
branch in Alleghany county, Va., approved. . 

Report and order in F. D. No. 9935, authorizing the Erie Rail- 
road Company (1) to issue $5,000,000 of refunding and improvement 
mortgage 6 per cent gold bonds, series of 1932, in partial reimburse- 
ment for capital expenditures heretofore made; any or all of said 
bonds to be pledged and repledged with the Railroad Credit Corpora- 
tion as collateral security for short-term loans heretofore or hereafter 
made to the applicant by that corporation and (2) to pledge with the 
Railroad Credit Corporation, as collateral security for loans, its equity 
in any of said bonds that may be pledged with the Reconstruction 
Finance Corporation, approved. 

Report, certificate, and order in F. D. Nos. 9893 and 9894, authoriz- 
ing (1) the Missouri-Kansas-Texas Railroad Company of Texas and 
the International-Great Northern Railroad to operate, under revised 
operating agreements, over the railroad of the Galveston, Houston & 

enderson Railroad Company; and (2) the Missouri-Kansas-Texas 
Railroad Company of Texas and the International-Great Northern 
Railroad Company to assume, in equal shares, obligation and liability 
in respect of the interest on not exceeding $2,652,500 of first lien and 
refunding gold mortgage bonds, series A, of the Galveston, Houston 
& Henderson Railroad Company, approved. 





FINANCE APPLICATIONS 


Finance No, 9968. The Philadelphia, Baltimore & "Washington 
Railroad Co. asks authority to issue and deliver to the Pennsylvania 
Railroad Co., in reimbursement of indebtedness, $1,185,000 of general 
mortgage 5 per cent gold bonds, series D, and the Pennsylvania asks 
authority to assume, as lessee and guarantor, obligation and liability 
in respect of said bonds. 


Finance No. 9972. Stanley, Merrill & Phillips Railway Co. asks 


authority to abandon 20 miles of line extending from Gilman to 
Walrath, Wis. The road was built to serve logging interests which 
have ceased operations. 
Finance No. 9973. Louisville & Nashville Railroad Co. asks author- 
pd to abandon 5 miles of branch line between Graces and Hedona, 
a. 


Finance No. 8898. Supplemental application of Tennessee Central 
Railway Co. asking the Commission to extend the time within which 
it may pledge $400,000 of first mortgage 6 per cent gold bonds, series 
A, for loans. 

Finance No. 9974. Charles E. Gay, Jr., receiver of Savannah & 
Atlanta Railway, asks authority to issue $685,000 of receiver’s cer- 
tificates, for the purpose of retiring outstanding certificates aggre- 
gating $500,000 and to obtain a loan of $185,000 from the R. F. C. 
for payment of taxes. 


CRANE SERVICE INVESTIGATION 


The Commission has discontinued the proceedings initiated 
by it, No. 25000, part 2, in the matter of loading and unlogding 
freight by means of hand cranes, electric cranes, electric gantry 
cranes, locomotive cranes, derricks and by other means. It 
has also dismissed No, 25704, Brooklyn Chamber of Commerce, 
Inc., vs. B. & O. et al., and four sub.-numbers thereunder, Cham- 
ber of Commerce of the Borough of Queens, City of New York, 
Inc., vs. Same, Wholesale Marble Dealers’ Credit Association 
et al. vs. Same, South Third Street Metal Co. vs. Same, and 
Institution of Scrap Iron and Steel, Inc. vs. Same. 

This discontinuance and these dismissals represent the 
settlement of complaints and controversies arising out of the 
practices of the carriers in connection with services rendered 
by cranes and other equipment in the handling of packages or 
pieces of freight weighing less than 1,000 pounds and as 
applied “to each pick-up or delivery” in so far as the trans- 
portation took place within the New York Harbor district. 

The investigation, No. 25000, part 2, was instituted by the 
Commission and was held for disposition with the complaints 
in the formal docket cases mentioned. When the investigation 
and formal cases were called for hearing in New York, the 
parties interested said that they had reached an agreement 
disposing of the issues in the investigation and in satisfac- 
tion of the complaint. The trunk lines have since filed tariffs 
giving effect to the stipulation and agreement entered into by 
the parties, hence the discontinuance and dismissal by the 
Commission. 





COMMISSION ORDERS 


Finance No. 9952, C. & E. I. reorganization. National Association 
of Mutual Savings Banks permitted to intervene. 

Finance No. 5669, Prescott & Northwestern excess income. Time 
for compliance with order dated February 1, 1932, is extended to 
July 3, 1933. 

No. 24961, O. W. Ketcham vs. Pennsylvania et al. Order further 
modified to become effective on July 1, 1933, upon not less than 30 
days’ notice instead of June 1, 1933. 

Fourth Section Application No. 14470, rates to and from Beaver, 
Meade & Englewood Railroad. Petition of M.-K.-T. Railroad for 
modification of fourth section order 11142, rates to and from B. M. 
& E. Railroad, entered in this application denied, sufficient justifica- 
tion not having been shown. 

No. 20969, Rates on fertilizers and fertilizer materials within the 
state of Virginia. Proceeding discontinued. 

Fourth Section Application No. 14228, Petroleum and its products 
to the Chicago District.—E. B. Boyd’s petition dated March 23, 1933, 
for modification of, or further postponement of, date upon which the 
circuity limitations become operative in Fourth Section Order No. 
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modification of, or further postponement of, date upon which the ip P! 
cuity limitations become operative in Fourth Section Order No, 10%) , 
petroleum and its products to Northern Illinois, denied, sufficient jy. fim trati 
tification not having been shown. ® coordi 
Finance No. 9930, Application of Minnesota, Dakota & Western fer H. I 
certificate to abandon its so-called Towle Branch or Bear River Lip, (B. 
in Koochiching County, Minnesota, etc. Railroad and Warehos fm t0 thi 
Commission of State of Minnesota permitted to intervene, and P 
No. 25020, Rates on crushed stone, gravel, sand, and slag Withip ba, I 
state of Ohio, and No. 25497 and Sub. 1 to 4, inclusive, Bessemer Lime. 10a, 
stone & Cement Co. vs. A. & B. B. et al. Petition filed by Bag, fm of tD 
Dolomite, Inc., for postponement to October 1, 1933, of effective dats of mé 
of order in said proceedings denied, and the order entered herein », ess 
April 12, 1933, is modified to become effective on or before June ; ml 
1933, upon not less than 10 days’ notice. ” T 
No. 25873, The Davey Co, vs. N. & W. et al. State Corporatig, + th 
Commission of Virginia permitted to intervene. . in | 
No. 25875, Arizona Corporation Commission vs. Apache et al, y sy - 
Paso Freight Bureau and El Paso Chamber of Commerce pernittg plems 
to intervene. : 
No. 25850, Mutual Coal, Light & Power Co. et al. vs. A. 1, fm “tel 
S. F. et al. El Paso Freight Bureau and El Paso Chamber of (on. mit 
merce permitted to intervene. . , g ta 
No. 17000, part 4-A, Rate structure investigation, rates on refine be F 
petroleum products from, to, and between points in southwest. Px. ter 
tition, dated March 23, 1933, filed by respondents, denied. ne 
No, 14106, Sterling Salt Co. vs. A. A. et al. and cases groupej on 
therewith. Petition of eastern trunk-line carriers for modification o de 
orders denied. un 
miss 
TENTATIVE VALUATIONS . : 
Valuation No. 1182, tentative valuation report on the prop the 
erty of the Collins & Glenville Railroad Co. as of December 31% 34 
1928. Total owned, $180,000; total used, $188,500. mail 
Valuation No. 1183, tentative valuation report on the prop. si 
erty of the Cowlitz, Chehalis & Cascade Railway as of Decen. vert 
ber 31, 1927. Total owned, $860,000; total used, $860,097. at t 
Valuation No. 1184, tentative valuation report on the prop. 
erty of Middle Creek Railroad Co. as of December 31, 1927, 
Total owned, $16,000; total used, $129,000. coo 
Valuation No. 1185, tentative valuation report on the prop - 
erty of the Missouri-Illinois Railroad Co. as of December 31, Lg 
1927. Total owned, $5,600,000; total used, $5,602,705. 
Valuation No. 1175. Tentative valuation of the property of 
the Fort Wayne Union Railway Co., as of Dec. 31, 1937. Final 
value of the property, owned and used, found to be $105,000. mi: 
Valuation No. 1177. Tentative valuation of the properties Tr 
of the Wichita Falls & Southern Railroad Co., Wichita Falls & “a 
Southern Railway Co. and the Wichita Falls, Ranger & Fort 
Worth Railroad Co., as of Dec. 31, 1927. Final value of the dit 
Wichita Falls & Southern Railroad Co., total owned, $1,950,000 su 
and total used, $5,152,159; final value of the property of the in 
Wichita Falls & Southern Railway Co., owned but not used, ‘a 
$925,000; final value of the property of the Wichita Falls, Ranger tic 
& Fort Worth Railroad Co., owned but not used, $2,275,000 and er 
total owned, $2,275,750. ; 
Valuation No. 1181. Tentative valuation of the property of P 
the Newaukum Valley Railroad Co., as of Dec. 31, 1927. Final b 
value of the property, owned and used, found to be $410,000. 2 
Valuation No. 1176. Tentative valuation of the property of re 
the Stone Harbor Railroad Co. as of December 31, 1927. Final a 
value of property found to be $122,000. 
ee ae ena 
a 
STATE EMERGENCY CHARGES 0 
Hearings were begun in Washington by Examiners Disque ; 
and Witters on May 1 in the thirteenth section cases instituted Q 
by the Commission on account of the failure or refusal of seven 
] 


states to allow the imposition of emergency surcharges author- 
ized at the beginning of 1932 in Fifteen Per Cent Case, 1931, 
or continue them after March 31, 1933, for the supplemental 
period of six months authorized by the decision in that case 
announced early in March. The one case involving the Fifteen 
Per Cent Case, 1931, for the whole period was No. 25135, in- 
creases in intrastate freight rates and charges, part 4, Ken- 
tucky, which was assigned for further hearing on May 10. 


The other cases and the days for their hearing were: May 
1, No. 25910, surcharges on intrastate traffic within the state 
of North Carolina; May 2, No. 25915, surcharges on intrastate 
traffic within the state of South Carolina; May 3, No. 25911, 
surcharges on intrastate traffic within the state of Georgia; 
May 4, No. 25912, surcharges on intrastate traffic in Alabama; 
May 5, No. 25937, surcharges on intrastate traffic in Florida; 
and May 8, No. 25938, surcharges on intrastate traffic in Ohio. 





MONEY FOR MEDIATION 


An appropriation of $120,000 for the Board of Mediation is 
carried in the independent offices appropriation bill reported 
by the House committee on apropriations. This was the Budget 
estimate. 
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May 6, 1938 


ROOSEVELT TRANSPORT BILL 


The Trafic World Washington Bureau 


president Roosevelt sent to Congress May 4 the adminis- 
tration railroad bill providing for appointment of a federal 
coordinator of transportation and including the Rayburn Dills 
(H. R. 4222) and (H. R. 3754) heretofore favorably reported 


to the House, providing for regulation of holding companies, 
and providing for repeal of the recapture provisions of section 
15a, revision of the rate-making rule of section 15a and revision 
of the Valuation act so as to relieve the Commission of the duty 
of making current valuations of all railroads. The President’s 
message on the subject follows: 


The steam railways still constitute the main arteries of commerce 
in the United States. At this time, however, available traffic is not 
sufficient profitably to utilize existing railway facilities and the sup- 
plementary facilities provided by new forms of transportation. 

Our broad problem is so to coordinate all agencies of transpor- 
tation as to_ maintain adequate service. I am not yet ready to sub- 
mit to the Congress a comprehensive plan for permanent legislation. 

I dc believe, however, that three emergency steps can and should 
be taken at this Special Session of the Congress. 

First, I recommend the repeal of the recapture provisions of the 
Interstate Commerce Commsision Act. The Commission has_ pointed 
out that existing provisions are unworkable and impracticable. 

Second, railway holding companies should be placed definitely 
under the regulation and control of the Interstate Commerce Com- 
mission in like manner as the railways themselves. 

Third, as a temporary emergency measure, I suggest the creation 
of a Federal Coordinator of Transportation who, working with groups 
of railroads, will be able to encourage, promote or require action on 
the part of carriers, in order to avoid duplication of service, prevent 
waste, and encourage financial reorganizations. Such a Coordinator 
should also, in carrying out this policy, render useful service in 
maintaining railroad employment at a fair wage. 

The experience gained during the balance of this year will greatly 
assis the government and the carriers in preparation for a more 
permanent and a more comprehensive national transportation policy 
at the regular session of the Congress in 1934. 


The complete text of that part of the bill relating to the 
coordinator follows: 


Be it enacted by the Senate and House of Representatives of the 
United States of Ameirca in Congress assembled. That this Act may 
be cited as the ‘‘Emergency Railroad Transportation Act, 1933.’’ 


Title I—Emergency Powers 


Section 1. As used in this Act— 

(a) The term ‘‘Commission’’ means the Interstate Commerce Com- 
mission, 

(b) The term ‘“Coordinator’’ means the Federal Coordinator of 
Transportation for whose appointment or designation the Act pro- 
vides. 

(c) The term ‘committee’? means any one of the Regional Coor- 
dinating Committees for whose creation the Act provides. 

(d) The term ‘carrier’? means any common carrier by railroad 
subject to the provisions of the Interstate Commerce Act as amended, 
including any receiver or trustee thereof. 

Section 2. In order to foster and protect interstate commerce in 
relation to railroad transportation by preventing and relieving obstruc- 
tions and burdens thereon resulting from the present acute economic 
emergency, and in order to safeguard and maintain an adequate na- 
tional system of transportation, there is hereby created the office of 
Federal Coordinator of Transportation, who shall be appointed by the 
President with the advice and consent of the Senate or be designated 
by the President from the membership of the commission. If so desig- 
nated, the Coordinator shall be relieved from other duties as com- 
missioner during his term of service to such extent as the President 
may direct. The Coordinator shall have such powers and duties as 
are hereinafter set forth and prescribed, and may, with the approval 
of the President, appoint and fix the compensation of such assistants 
and agents, in addition to the assistance provided by the commission, 
as may be necessary to the performance of his duties under this Act, 
and not subject to the Civil Service Laws and the Classification Act 
of 1923, as amended. The office of the Coordinator shall be in Wash- 
ington, District of Columbia, and the commission shall provide such 
office space, facilities, and assistance as he may request and it is 
able to furnish. The Coordinator shall receive such compensation as 
the President shall fix, except that if designated from the commis- 
sion, he shall receive no compensation in addition to that which he 
receives as a member of the commission. 

Section 3. The Coordinator shall divide the lines of the carriers 
into three groups, to wit, an Eastern group, a Southern group, and a 
Western group, and may from time to time make such changes or 
subdivisions in such groups as he may deem to be necessary or de- 
sirable. At the earliest practcable date after the Coordinator shall 
have initially designated such groups, three Regional Coordinating 
Committees shall be created, one for each group, and each committee 
shall consist of not more than five members. The carriers in each 
group, acting each through its board of directors or through an officer 
or officers designated for the purpose by such board, shall select the 
members of the committee representing that group, and shall prescribe 
the rules under which such committee shall operate. In such selec- 
tion each carrier shall have a vote in proportion to its mileage lying 
within the group, subject to the approval of the Coordinator. Mem- 
bers of the committees may be removed from office and vacancies may 
be filled in like manner. 

Section 4. The purposes of this Act are (1) to encourage and 
Promote or require action on the part of the carriers which will (a) 
avoid unnecessary duplication of services and facilities of whatsoever 
nature and permit the joint use of terminals and trackage incident 
thereto or requisite to such joint use, (b) control allowances, acces- 
sorial services, and other practices affecting service or operation, to 
the end that undue impairment of net earnings may be prevented, 
and (c) avoid other wastes and preventable expense; (2) to promote 
financial reorganization of the carriers, with due regard to legal rights, 
So as to reduce fixed charges to the extent required by the public in- 
terest and improve carrier credit; nad (3) to provide for the immedi- 
ate study of other means of improving conditions surrounding trans- 
portation in all its forms and the preparation of plans therefor, 
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Section 5. It shall be the duty of the committees on their own 
initiative, severally within each group and jointly where more than 
one group is affected, to carry out the purposes set forth in subdivi- 
sion (1) of Section 4, so far as such action can be voluntarily accom- 
plished by the carriers. In such instances as the committees are un- 
able, for any reason, legal or otherwise, to carry out such purposes by 
such voluntary action, they shall recommend to the Coordinator that 
he give appropriate directions to the carriers by order; and the Coor- 
dinator is hereby authorized and directed to issue and enforce such 
orders if he finds them to be consistent with the public interest and 
in furtherance of the purposes of this Act. 

Section 6. The Coordinator shall confer freely with the commit- 
tees and give them the benefit of his advice and assistance. At his 
request, the committees, the carriers, and the commission shall fur- 
nish him, or his assistants and agents, such information and re- 
ports as he may desire in investigating any matter within the scope 
of his duties under this Act. If, in any instance, a committee fails 
to act with respect to any matter which the Coordinator has brought 
to its attention ‘and upon which he is of the opinion that it should 
act, under the provisions of Section 5, he is hereby authorized and 
directed to issue and enforce such order, giving appropriate directions 
to the carriers with respect to such matter, as he shall find to be 
consistent with the public interest. 

Section 7. The Coordinator shall provide means whereby such cen- 
tral committees as may be selected by and represent railway labor 
organizations in each of the groups shall be advised of any contem- 
plated orders requiring changes in service or operation which will 
affect the interests of the employes, and he shall confer freely with 
such committees before issuing any such order. 

Section 8. Any order issued by the Coordinator pursuant to this 
Act shall remain in effect until it is vactaed by him or suspended or 
set aside by the commission, as hereinafter provided, and such order 
may include provision for the creation and administration of such just 
pooling arrangements or for such just compensation as he may deem 
necessary or desirable and in furtherance of the purposes of this Act. 

Section 9. Any interested party, whether carrier, shipper or em- 
ploye, dissatisfied with any order of the coordinator may file a 
petition with the Commission asking that such order be reviewed and 
suspended pending such review. If the Commission, upon consider- 
ing such petition, finds reason to believe that the order may be 
unjust to the petitioner or inconsistent with the public interest, the 
Commission is hereby authorized to grant such review and, in its 
discretion, the Commission may suspend the order if it finds imme- 
diate enforcement thereof would result in irreparable damage to the 
petitioner or work grave injury to the public interest, but if the 
Commission suspends an order, it shall expedite the hearing and 
decision on that order as much as possible. Thereupon the Com- 
mission shall, after due notice and a public hearing, review the 
order and take such action in accord with the purposes of this act 
as it finds to be just and consistent with the public interest, either 
confirming the order or setting it aside or reissuing it in modified 
form, and any order so confirmed or reissued shall thereafter remain 
in effect until vacated or modified by the Commission. 

Section 10. The carriers affected by any order the coordinator 
or Commission made pursuant to this act shall, so long as such 
order is in effect, be, and they are hereby, relieved from the op- 
eration of the “anti-trust laws” as designated in section 1 of the 
act entitled ‘“‘An act to supplement existing laws against unlawful 
restraints and monopolies, and for other purposes,’ approved Octo- 
ber 15, 1914, and of all other restraints or prohibitions by law, state 
or federal, other than such as are for the protection of the public 
health or safety, in so far as may be necessary to enable them to 
do anything authorized or required by such order made pursuant 
to this act; provided, however, that nothing herein shall be con- 
strued to repeal, amend, suspend, or modify any of the require- 
ments of the Railway Labor Act or the duties and obligations 
imposed thereunder or through contracts entered into in accordance 
with the provisions of said act. 


Section 11. The wilful failure or refusal of any carrier or of 
any officer or employe of any carrier to comply with the terms of 
any order of the coordinator or of the Commission made pursuant 
to this act shall be a misdemeanor, and upon conviction thereof 
the carrier or person offending shall be subject to a fine of not less 
than $1,000 or more than $20,000 for each offense, and each day 
during which such carrier or person shall wilfully fail or refuse to 
comply with the terms of such order shall constitute a separate 
offense. It shall be the duty of any district attorney of the United 
States to whom the coordinator may apply to institute in the proper 
court and to prosecute under the direction of the Attorney General 
of the United States all necessary proceedings for the enforcement 
of the provisions of this act and for the punishment of all viola- 
tions thereof, and the costs and expenses of such prosecution shall 
be paid out of the appropriation for the expense of the courts of 
the United States. 


Section 12. It shall further be the duty of the coordinator, and 
he is hereby authorized and directed, forthwith to investigate and 
consider means, not provided for in this act, of improving transpor- 
tation conditions throughout the country, including the ability, finan- 
cial or otherwise, of the carriers to improve their properties and 
furnish service and charge rates which shall promote the commerce 
and industry of the country and including, also, the stability of 
railroad labor employment and other improvevment of railraod labor 
conditions; and from time to time he shall submit to the Commis- 
sion such recommendations calling for further legislation to these 
ends as he may deem necessary or desirable in the public interest. 
The Commission shall promptly transmit such recommendations, 
together with its comments thereon, to the President and to the 
Congress. 

Section 13. The expenses of the coordinator, except so far as 
they are borne by the Commission in accordance with the provi- 
sions of section 2, shall be allowed and paid, on the presentation 
of itemized vouchers therefor approved by the coordinator, out of 
a fund obtained from assessments on the carriers. It shall be the 
duty of each carrier to pay into this fund one dollar for every 
mile of road operated by it on December 31, 1932, as reported to 
the Commission, and it shall be the duty of the Secretary of the 
Treasury to collect such asSessments. Any amount remaining in 
the fund when this act ceases to have effect shall be returned 
by the Secretary of the Treasury to the carriers in proportion to 
their contributions. The carriers and the Pullman Company shall 
be permitted, anything in the Interstate Commerce Act, as amended, 
to the contrary notwithstanding, to provide free transportation and 
other carrier service to the coordinator and his assistants and agents. 

Section 14. The Commission shall not approve a loan to a 
carrier under the Reconstruction Finance Corporation Act, nor shall 
it authorize a carrier to issue bonds or other evidence of indebted- 
ness under the Interstate Commerce Act, as amended, unless it 
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shall find that the financial structure of the carrier is such that 
there is reasonable prospect that such carrier can without financial 
reorganization survive the existing economic depression and pro- 
vide for its capital needs thereafter. 

Section 15. This act shall cease to havve effect at the end of 
one year after the effective date, unless extended by a proclama- 
tion of the President for one year or any part thereof, but orders 
of the coordinator or the Commission made thereunder shall con- 
tinue in effect until vacated by the Commission or set aside by 
other lawful authority. 


Statement by Rayburn 


Representative Rayburn, chairman of the House committee 
on interstate and foreign commerce, issued the following state- 
ment with respect to the Roosevelt bill: 


As I understand it this measure is drawn toward fulfillment of 
policies outlined by President Roosevelt at Salt Lake City during 
his campaign last September. That was a notable speech and has 
attracted international attention. In the course of that speech Gov- 
ernor Roosevelt said that he favored standing back of the rail- 
roads for a year or two. I take that he meant by that that the 
railroads should have an opportunity to set their own affairs in 
order. This bill appears to have been drawn with that in mind. 
The railroads are not only to be given an opportunity to eliminate 
waste and uneconomical expenditures, but they are to be encouraged 
to do so. I was glad to see that the President does not hold out 
that this bill is the solution to all transportation problems, but it 
is to afford the railroad managements an opportunity to hsow what 
they can accomplish through their own efforts. The bill removes 
the alibi which the managements have been claiming—that alibi is 
the interference of the so-called anti-trust laws. This is an ad- 
ministration measure and I shall support the President in his efforts 
to deal with the transportation problems. 


The Traffic League 


The executive committee of the National Industrial Traffic 
League, having considered the numerous and varied proposals 
for emergency railroad legislation, among which was the matter 
of a coordinator, took action on various phases of the proposals 
which related to provisions incorporated in the Roosevelt bill 
as follows: 


(1) With respect to the proposal that there be a federal co- 
ordinator of transportation, the conclusion was reached that the 
League should favor the creation of such an office aS an emergency 
measure. 

(2) It was the view of the executive committee that if a 
member of the Interstate Commerce Commission should be ap- 
pointed as federal coordinator, he should be relieved entirely from 
the performance of any and all duties as commissioner, during 
the period he serves as coordinator. 

(3) Respecting the creation of regional coordinating committees 
as provided in section 3 of the bill, it was the suggestion of the 
executive committee that no more than one member of any regional 
coordinating committee should be selected from any one railroad 
system, and further, that at least one member of each such com- 
ae should be a man well versed and experienced in traffic 
matters. 

(4) With respect to the matters contained in sections 4 and 5 
of the bill, the executive committee considered first the duties and 
authority which would be conferred on regional coordinating com- 
mittees. The action taken was to approve the duties imposed and 
authority conferred upon the regional coordinating committees by 
these sections except that the executive committee decided that 
the League should oppose the inclusion of any specific reference 
to allowances and accessorial services. 

(5) The executive committee voted that the provisions of the 
bill, which set forth the scope of activity and the powers and duties 
of the coordinator, would meet the League’s approval if amended 
so as to definitely limit the power of the coordinator so that he 
could not issue any enforcible order or orders except with respect 
to matters that have the approval of a majority of the members of 
the appropriate regional coordinating committees. 

6) The executive committee voted to oppose the inclusion in 
the bill of any such provisions as those contained in section 7, 
which directs that the coordinator shall confer with the represen- 
tative of railway labor organizations with respect to contemplated 
changes in service or operation, which will affect the interests of 
railway employes, before issuing any order requiring such change. 
__ (7) The executive committee voted to approve section 9 of the 
bill provided it be amended so as to afford a reasonable period of 
time for interested parties to prepare and file petitions with the 
commissioner requesting suspension of any order or orders issued 
by the coordinator. 

(8) The executive committee voted to approve section 10 of the 
= eter that all reference to the Railway Labor Act be elimi- 
nated. 

Sections 11, 12, 18, 14 and 15 meet the approval of the exec- 
utive committee. 

The executive committee suggests that the act specifically 
provide that the coordinator shall assist in bringing about the aban- 
donment of branch lines of railroads and other railroad facilities where 
it is manifest that continuance of operation of such facilities is 
not economically justified. 


Hearings on the Bill 


Hearings on the Roosevelt bill will begin Monday, May 8, 
before the House committee on interstate and foreign commerce, 
and May 9, before the Senate interstate commerce committee. 


Labor Opposed 


The bill will be opposed by organized railroad labor. At 
a meeting in Washington the Railway Labor Executives’ Asso- 
ciation adopted the following statement of its position: 


We are thoroughly opposed to the prospective railroad legislation. 
We see no justification for drastic reductions of essental transporta- 
tion service in order that unearned interest may be paid on idle 
capital. Communities deprived of adequate and competitive rail trans- 
portation will be further depressed. Thousands of railway workers 
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will be added to the bread lines. Economic recovery will be retary 
by this further deflation of business and labor. 

We do not believe that the American people will approve of set 
ting aside the antitrust laws and other state and federal laws enap,; 
to protect public interest merely in order to permit MONOopolizg 
railroads to gather unjust and unearned profits. If we have reap 
the end of railroad competition we have arrived at the Necessity 
for immediate, complete and direct public control. 

Communities, shippers, and employes threatened with irreparabk 
losses, should be able to prevent the passage of such a law as now 
proposed. But at least the organized railway employes will do aj 
within their power to have written into any new law adequate Dro. 
tection for approximately 2,000,000 workers dependent for a livelihogg 
upon the railroads and allied transportation services. We shall insig 
that unemployed workers be given even more tender consideratioy 
than unemployed capital. We shall insist that this intolerable de. 
flation of labor by cutting down jobs and wages, deepening the ¢&. 
pression and steadily degrading the standards of American lif 
must stop. 1 

Those who assume responsibility for taking away employment 
must accept the obligation to provide employment or support fy 
the men they force into idleness. Again and again we have pointe 
out that all property values rest upon the earning power of th 
masses of the people. Deflation of labor brings first deflation o 
capital and then confiscation. The railroad ‘‘economy” program ywilj 
not save the railroads. It is another measure of that false economy 
which is destroying the railroads and the other industries of America, 

Saving money and starving men is the road to ruin. Spending 
money and saving men is the road to national recovery. 


After a call at the White House May 2 William Green, presi. 
dent of the American Federation of Labor, in a statement re 
viewing recommendations and requests made to President Roose. 
velt, said with respect to the railroad problem: 


We expressed a deep interest in the problem of the railroad 
workers and in legislation which is being proposed for the control and 
administration of the transportation systems of the nation. The un- 
employment situation is so intense and so serious as to make all 
thinking people gravely apprehensive if unemployment is to be fur- 
ther aggravated through a dismissal of railroad workers as a result 
of railroad consolidation. We urged that such an outcome be avoided 
and we advised the President that the American Federation of Labor 
was giving a full measure of support to the railroad workers in the 
policies which they have outlined regarding railroad legislation and 
— of those employed upon the transportation lines of the 
nation. 


GOVERNMENT REORGANIZATION 


The Trafic World Washington Bureau 


Following persistent reports that, under President Roose- 
velt’s government reorganization plan, a number of bureaus of 
the Commission will be transferred to a transportation section 
of the Department of Commerce, have come reports as to those 
who will supervise the transportation activities in the depart- 
ment. 

John Dickinson, whose appointment as Assistant Secretary 
of Commerce was recently confirmed by the Senate, according 
to the reports, will become Assistant Secretary of Commerce 
for Transportation and under him will be the land, air and 
water bureaus of transportation. Mr. Dickinson resigned as 
professor of law of the University of Pennsylvania to accept 
the appointment as Assistant Secretary of Commerce. He also 
was formerly associated with William Gibbs McAdoo, formerly 
Secretary of the Treasury and Director General of Railroads, 
and now United States senator from California, in the practice 
of law. It is reported that the position of Assistant Secretary 
of Commerce for Aeronautics will be abolished. This position 
is now held by Clarence M. Young. 

Dr. Walter M. W. Splawn is mentioned for the position, 
to be created, of director of the land transportation bureau. At 
present he is special counsel to the House committee on inter- 
state and foreign commerce and a member of Secretary Roper’s 
committee on the proposed railroad coordinator legislation. 
He also has been mentioned in connection with the vacancy 
on the Commission. 

Ewin Davis, of Tennessee, formerly chairman of the House 
committee on merchant marine, radio and fisheries, may, ac 
cording to the reports, head the water bureau, while James C. 
Edgerton, an aeronautical research export, may become direc- 
tor of the air bureau. 

It was stated at the Department of Commerce, with refer- 
ence to the reports that there would be created the office of 
Assistant Secretary of Transportation and that Mr. Dickinson 
would be that secretary, that there was to be no Assistant 
Secretary of Transportation. It was stated further that another 
assistant secretary of commerce would be appointed but that 
the assignment of duties had not been determined upon. 





INVESTMENTS IN RAILROADS 
Total investments of life insurance companies, having 82 
of the admitted assets of life insurance companies, in railroad 
securities as of January this year amounted to $2,638,000,000, 
according to information submitted in the Senate May 3 by 
Senator Austin, of Vermont, in the course of discussion of the 
Muscle Shoals bill. 
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Return to the pre-war level of freight rates was recom- 
mended by W. B. Greeley, the first witness for west coast lumber 
interests, testifying in No. 26000 as the witness for the West 
Coast Lumbermen’s Association. On cross examination he de- 
nied that the principal interest of the far western lumbermen 
was to get into Central Freight Association territory. The 
western men, he said, were interested in getting lumber into 
the territory east of the Rocky Mountain territory, into Wis- 
consin, Minnesota and not particularly into the central territory 
as implied in the questions of W. R. Bell, speaking for trans- 
continental lines. Mr, Greeley said, in answer to questions, 
that a reduction in freight rates in and of itself would not 
cause a return of prosperity, but that such a reduction would 
be a big factor in such return. 

Competition within the lumber industry, Mr. Greeley said, 
would cause some, at least, of the benefit of reduced rates to 
be passed on to the consumer, The idea of the lumber industry 
was not, he said, to displace any of the substitutes for wood that 
had come into use but to create conditions that would make 
possible a larger use of lumber. He referred to the eastern 
poundary of the 72 cent lumber rate group, on eastbound 
traffic, as the battle line between western and southern lumber- 
men, That group extends from Chicago westward. 

Commissioner Aitchison, who had charge of service matters 
in the periods of high prices for lumber and coal, suggested 
that, perhaps, on account of congested conditions on the rail- 
roads, the sellers of coal and lumber, in those years, were 
really selling transportation. 

David T. Mason, secretary-manager of the Western Pine 
Association, H. A. Gillis, the rate man for that association, and 
Harry T. Kendall for the Weyerhaeuser mills, presented statis- 
tical data of a character similar to that put into the record by 
Mr. Greeley. 

Commissioner Aitchison was much interested in the fact 
that west coast lumber was being sent to Albany, N. Y., thence 
through the New York state barge canal and the Great Lakes 
to Detroit, Mich. He inquired how far, if at all, the lumber was 
being trucked from Detroit. Mr. Kendall said that Detroit was 
not as far west as the water lines were able to take the lum- 
ber in competition with the all-rail rates from the west toward 
the east. This week, he said, 600,000 feet of lumber was being 
loaded on the west coast to be brought by ship to Albany, N. 
Y., and thence to Chicago, Ill., via the canal and lakes. 


Canners and Slate Men 


The fact that the holding of the first of the Commission’s 
May conferences on May 1 and 2 would make it impossible for 
division 8 to hold hearings on those days resulted in a speeding 
up of the hearing on April 29. Witnesses did not want to stay 
over until May 3 so arrangements were made to hear canners 
and producers of slate on Apr. 29. The Slate men were heard before 
Examiner C. W. Berry, who, for that purpose, established what 
might be called an appendix in another hearing room, The can- 
ners agreed to put their witnesses on the stand to identify their 
statistical exhibits, showing prices and disparities as between 
those prices and freight rates, and submit to such cross exam- 
ination on them as the attorneys for the railroads deemed abso- 
lutely necessary. The cross examinations were brief, so brief 
in fact that division 8 quit an hour before the end of the half 
day. Examiner Berry continued his hearing somewhat longer. 

Statistical data pertaining to prices of California peaches, 
canned, and freight rates were put in by Irving F. Lyons, general 
traffic manager of the California Packing Corporation; about the 
consumption of canned goods in various periods and exports 
were presented by Harry A. Laing, general traffic manager for 
Libby, McNeill & Libby; and about canned milk by L. F. Orr, 
general traffic manager of the Pet Milk Co. in behalf of the 
Evaporated Milk Association. 

The condition of the slate industry was presented by W. H. 
Smith, Bangor, Pa., representing the slate producers of North- 
ampton and Lehigh counties, Pa.; A. H. Morrow, West Pawlet, 
Vt., representing the slate producers in the Vermont-New York 
district and the slate producers of Maine; and Albert E. Enoch, 
traffic manager of the National Slate Manufacturers’ Associa- 
tion. Mr. Smith said that 1,500 men worked in the Pannsyl- 
Vania quarries prior to 1928 but that since Dec. 1, last year, 
only 30 had been at work. Mr. Morrow said that the 2,000 men 
— regions for which he was speaking had been reduced to 


In answer to a question by Examiner Berry, Mr. Enoch said 
that the rate basis should be reduced from its present level of 
85 per cent of sixth class to class 20. That class is about 28 or 
30 per cent of the old sixth class. Mr. Morrow said that because 
Slate weighed three times as much as other roofing materials, 
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the increases in rates in and since the war period bore three 
times as heavily upon the slate men as upon their competitors. 


More Lumber 


Before that condensation took place the forest products in- 
dustry completed the presentation of its phase of the proceeding 
by presenting as witnesses A. Larrson for the California redwood 
section of the industry; W. C. Puegnitz for workmen in the saw 
mills; H. D. Grubbs, Cincinnati Lumber Traffic Association, who 
talked about the broken relationships of rates resulting from 
Ex Parte 74 and other general cases and suggested a return to 
the basis that existed prior to June 25, 1918, even if that required 
a reduction greater than 25 per cent; C. A. New and F. P. 
Dooley, Southern Hardwood Traffic Association; E. A. Powell, 
Associated Cooperage Industries of America; and C. C. Shep- 
pard, speaking for the Southern Pine Association and the South- 
ern Cypress Manufacturers’ Association. They favored the gen- 
eral proposition of reduced rates. 

A. L. Osborn, representing the Northern Hemlock and Hard- 
wood Manufacturers’ Association, said the people for whom he 
was speaking while admitting that the cost of transportation 
was unduly high in relation to delivered cost, were, however, 
opposed to any reduction of rates on lumber, as well as other 
commodities, until the costs of the railroads were materially 
reduced. 

“We hold,” said he, “that reduction in rates at this time 
without provision for decided reduction in the railroad labor 
and salary costs will retard buying of our products and the 
rehabilitation of business.” 

Building of houses, Mr. Osborn said, had practically stopped. 
Building lumber in his territory, he said, moved on an average 
rate of 15 cents. If that rate were reduced one-third, to 10 cents, 
he said that the saving would be a dollar on a thousand feet of 
lumber. A $6,000 house, he said, required 25,000 board feet of 
lumber and millwork. A $25 reduction in the cost of a $6,000 
house, he said, surely would not start home building. In part, 
he said: 


If, in the abstract, lower costs for lumber should stimulate its 
censumption we should be in an orgy of lumber use. Hemlock, our 
chief building lumber, is being delivered in middle Wisconsin now 
at $24. In April, 1929, it was sold at $40. As the price went down 
the use fell off. A recent drop of $3 on hemlock has not added to 
consumption. 

The railroads, at least those in our territory, 
of insolvency. They are now and always have been our best cus- 
tomers. They owe us a large amount of money at this time. They 
need and must soon have a large amount of our ties, lumber and 
other products and to deprive them presently of the revenue they se 
much need will prevent both the sale of our products and collection 
of what is owing to us. We want to see the railroads serving our 
territory prosperous and to lower rates and decrease earnings, as 
we see it, spells insolvency of the railroads and puts a cap sheaf 
on our troubles. 

The carriers serving our territory annually purchase normally over 
$3,000,000 worth of ties, and large amounts of grain doors and crossing 
plank. We are now Selling 15 per cent to 20 per cent of our product 
to our railroads and do not want to see their purchasing power hurt. 

When the legal and administrative restraints that prevent aggres- 
sive and economical railroad operation are removed, when government 
subsidized competition is abandoned, when the present unreasonably 
high taxes paid by railroads are lowered, when railroad labor is 
deflated to a point in harmony with the cost of commodities and the 
earnings of great classes, including farm and common labor, and 
when salaries are brought within reason on railroads and the rail- 
roads can be operated by their owners efficiently and economically, 
we will urge and expect lower rates on lumber but we cannot ask 
and do not ask for lower rates on our products till our interests are 
safeguarded by higher net earnings. 

We recognize that this Commission has no jurisdiction over our 
difficulties and that of the railroads. We hold that the Commission 
ought not, at this time, to reduce rates. There is no assurance that 
a reduction in rates can or will be followed by a reduction in the 
costs of operation. When costs are lowered and when nets are better, 
rates on our products should be lowered. 

If the Commission decides that commodity rates should be lowered 
we want it known that the lumber producers in our region suffer all 
the handicaps “apneennnse by producers in other territories. There is 
in pile now, in isconsin and Michigan, lumber that was produced in 
1927 and 1928. Based on volume of shipments in 1933 there is enough 
lumber in pile now to last three and one-half years. 

The lumber industry is in a deplorable condition. In fact, the 
condition has come to be chronic. We do not feel it justifiable to 
ask that the railroad bondholders and stockholders suffer to give us 
relief from our mistakes, 

If rates on lumber are lowered the reduction will be passed on 
to the consumer, the industry will be right where it is now and the 
railroads will be deprived of needed income. Rates if changed should 
be fixed so that cost of service will be taken into account. The only 
just way to base a change is on the rates in effect in 1915. A yer cent 
should be added to the 1915 rates to bring same to a reasonable level 
if the present level is found unreasonable. 

Briefly, we want prosperity restored to the railroads. We hold 
lower rates will not increase consumption of lumber, that rates should 
be lowered if and when their prosperity is restored, that there is 
no assurance railroad costs can or will be reduced if rates are reduced, 
that rates should not be lowered presently, and that our territory is 
economically as bad off as any other territory and probably worse. 

Because rates were advanced with a maximum and varying per- 
centages inequalities have resulted which only can be removed by 
the use of the rate level on lumber in effect in 1915. 


Plea for Expedition 
Another plea for expedition, conservation of time and the 
avoidance of repetition was made by Commissioner Aitchison 
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when hearings were resumed in No. 26000 on May 3. The same 
facts, he said, has been testified to time and again in the hear- 
ings thus far held. The fact that the ratio between freight 
charges and commodity prices had been increased, he said, 
had been asserted forty-five times. Argumentative testimony, 
he said, should be avoided because plenty of opportunity for 
argument before the ten men who would decide the case would 
be afforded. At various times he stopped witnesses urging them 
to get forward and not go into the details shown in their volum- 
inous exhibits showing prices, price trends and their relation 
to freight rates. His suggestion was that the exhibits would 
speak for themselves. 

A thirty per cent reduction in rates on tile such as was 
used for floors in large buildings and an equal cut in rates on 
face brick was advocated by D. D. Whitacre, speaking for the 
Whitacre-Greer Fireproofing Co. of Waynesboro, O., and the 
American Face Brick Association. Such a reduction, he said, 
on tile and brick would enable Ohio, Indiana and Pennsylvania 
plants again to compete in their former markets and restore 
the former relation of the freight burden to factory price and 
enable the tile manufacturer to compete in the selling of tile 
for flooring with cement and cement products, the sand for 
which was produced locally and hauled by trucks. The freight 
burden on tile floors, Mr. Whitacre said, was six times that of 
the freight burden on cement and cement products in which 
local products not requiring a railroad haul were used. Such 
a reduction, he asserted, should increase the tile shipments from 
3.3 cars for each $1,000,000 on construction to 6.3 cars and in- 
crease the gross revenue of the railroads on traffic of that sort 
35 per cent. 

J. G. Barbour, of the Metropolitan Paving Brick Co., of 
Canton, O., offered similar testimony about the competition be- 
tween cement and cement products and paving brick. 

J. S. Brown, speaking for the Chicago Board of Trade, 
asked for a twenty per cent reduction in rates on grain and 
grain products, saying that even such a reduction would leave 
the rates considerably higher than pre-war and the early part 
of the war period. He submitted many exhibits, admittedly of 
the character that had been placed in the reopened Hoch-Smith 
grain case hearings at Chicago, which were adjourned to Wash- 
ington on account of the Commission’s inability to keep ex- 
aminers at work outside of Washington. Even on the basis 
suggested by him, Mr. Brown said that the railroads would 
achieve good car-mile earnings. On cross examination he ad- 
mitted that the relationship question was as important as the 
question of the level of the rates. He also admitted that there 
had been a sharp upturn in prices of grains, but he said no 
one could say how long the present conditions would continue. 
Mr. Brown insisted, on cross examination, that the increased 
movement which had taken place since the increase in prices 
was attributable to the opening of navigation on the Great 
Lakes. Mr. Brown estimated the average freight rate on wheat 
from the states he had mentioned in his testimony to Chi- 
cago was about 14 cents a bushel and the proposed reduction 
equal to something between 2.5 and 3 cents a bushel. 


Live Stock, Etc. 


Former Senator Smith W. Brookhart, of Iowa, was sched- 
uled to present the case in behalf of the Farmers’ Union imme- 
diately after Mr. Brown had appeared, but he had to be absent, 
so F. E. Mollin, of Denver, secretary of the American National 
Livestock Association, took the witness stand instead. Mr. 
Mollin submitted many exhibits showing “withering declines” 
in prices and things of that sort of the general character put 
into the reopened Hoch-Smith live stock case. 

A twenty-five per cent reduction was advocated by Mr. 
Mollin and Charles E. Blaine, of Phoenix, Ariz., the latter also 
appearing for the American National Livestock Association. 
A similar reduction was proposed by J. R. Grier, assistant to the 
president of the American Meat Packers’ Association, and W. W. 
Manker, assistant traffic manager of Armour & Co. for thirty 
years, in the rates on fresh meats and packing house products. 
Messrs. Grier and Manker submitted exhibits that interlocked 
and covered some phases of livestock traffic as well as the meats 
and packing house products. 

Mr. Manker devoted a good deal of his testimony to the 
inroads of the truck upon traffic from packing houses which he 
said had heretofore been hauled by the railroads. In answer to 
a question, he said that Armour & Co. did not operate trucks 

In the first eight days of April Mr. Manker said the trucks 
except from one plant, adding that that did not amount to much. 
took from the Armour plant in Chicago the equivalent of 68 car- 
loads to points in Central Freight Association territory, a carload 
being 21,000 pounds. He said he did not contend that freight 
rates at all times should reflect commodity prices. It was only 
when there was a great disparity, he said, that prices should 
be considered in the making of freight rates. 
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High freight rates in 1932, the witness said, causeg the 
equivalent of 1,160 carloads of fresh meats of the lower grades 
to be converted into tankage because the rates were higher, tron 
western plants than prices at eastern destinations, at a TevVenye 
loss to the railroads of $300,000 on the Omaha to New Yon 
rate. The railroads, in some instances, he said, had cut rate 
notably on soap, and had recovered a large part of the tonnage 
from trucks although the small quantities the trade could reegjy, 
from trucks made it hard for some customers to go back to thy 
railroads with their carload minima. He said he was not gy, 
but that the railroads would have to reduce minima as wel] x 
rates to regain or hold their traffic. In answer to a questig, 
by Commissioner Aitchison, the witness said that truck rate 
were from 20 to 25 per cent under the railroad rates, Without 
any penalty on the shipper by truck if he did not furnish a mjp. 
imum weight. Inroads by trucks on their traffic, he said, could 
be prevented by the railroads by making trucking unprofitable 
A small percentage of packer traffic, Mr. Manker said, could no 
be regained from the trucks. A ten per cent reduction, he gaiq 
would not regain any of the traffic but that a 30 per cent redye. 
tion would restore that part which could be regained. Truck 
competition, he said, had been increased by the depression, 
There was more live stock available now for shipment than at 
any time since 1920, yet, he said, rail shipments were 38 per 
cent off. He and the live stock witnesses referred to the statis. 
tics pertaining to “drive-ins” of live stock which, he said, meant 
deliveries to markets by means of transportation other than rail. 
roads, chiefly by trucks. 

Two-sevenths of the production of Armour & Co., Mr, Map. 
ker said, had gone to the trucks, one-half of the volume having 
gone in the past year. The truck, he said, had displaced the 
peddler car which the railroads, for years, had furnished to 
— packers to distribute their products in relatively small 
ots. 

Twenty-five per cent of the traffic of Swift & Co. has gone to 
the trucks, according to W. A. Mayfield, assistant traffic man. 
ager of that packing concern. 


George A. Blair, chairman of the transportation committee 
of the Institute of American Meat Packers, and H. Wennagel, 
the latter representing the Eastern Independent Slaughterers’ 
Association, also testified on the question of rates on live stock 
and fresh meats and packing house products in support of the 
proposition, made by earlier witnesses, for a twenty-five per 
cent reduction in rates as a method for the railroads to regain 
traffic from trucks and put the live stock and packing industries 
in better economic position. The testimony included dairy prod- 
ucts and other commodities classified with edible animals and 
products of their slaughter. 

“Double the prices of farm products and cut freight rates in 
half and there would still be disparities against the farmer,” said 
John A. Simpson, national secretary of the Farmers’ Holiday 
Association, the first witness placed on the stand by former 
Senator Smith W. Brookhart to speak, as, Mr. Brookhart said, 
for the farmers. 


“Give us $3 a bushel for wheat and 40 cents for cotton,” 
continued Mr. Simpson, “and we will be glad to pay the pres- 
ent freight rates. They are the prices we got in 1920, when 
the present rates were established and have been continued 
since then with some exceptions.” 


Mr. Simpson said that farm lands had no sale value be 
cause, as income producers, they were not able to do anything. 
Mr. Simpson said that prices would go up if President Roose- 
Velt used the powers given him in the money appendix to the 
farm relief bill. The witness said he did not advocate a reduc: 
tion in wages, but merely mentioned wages which were contin- 
ued on a high level as one of the factors producing the disparity 
between farm prices and the freight rates. 


Commissioner Porter and Examiner Berry conducted a 
hearing outside of the main hearing room for the benefit of 
Florida citrus fruit interests, for which E. D. Dow, traffic man- 
ager of the Florida Citrus Exchange, J. Curtis Robinson, ex 
ecutive vice-president of the Growers’ and Shippers’ League of 
Florida, A. M. Pratt, of the Florida Citrus Growers’ Clearing 
House Association and J. C. Hutchison, of Sanford, Fla., were 
the witnesses. Mr. Hutchison spoke for the celery and vege 
table interests. 

In the main hearing room the witnesses were F. R. Marshall, 
secretary of the National Wool Growers’ Association, and E. F. 
Scott, of the American Association of Cream and Butter Man- 
ufacturers. They advocated a 25 per cent reduction in rates. 


KENNEY EXPRESS DIRECTOR 
William P. Kenney, president of the Great Northern Railway 
Co., has asked the Commission for authority to hold also the 
position of director of the Railway Express Agency, Inc. 
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LeStion 


APPROPRIATION FOR I. C. C. 


proposing an appropriation of $5,040,000 for the work of 
the Commission in the fiscal year beginning July 1, as recom- 
mended by the Bureau of the Budget, the House committee on 
spropriations in reporting May 2 the revised independent 
offices appropriation bill to the House, said this represented a 
reduction of $2,097,639 as compared with the amount carried 
in the Dill that President Hoover refused to approve, and that 
it would require “administrative furloughs, dismissals, and a 
general curtailment of all activities.” 

For the current fiscal year the total appropriated for the 
Commission was $7,148,560. In its report the committee had 
the following to say with respect to the proposed reduced 


appropriation : 


The total appropriation, in the bill that failed, for the Interstate 
Commerce Commission was $7,137,639. The amount provided in the 
revised estimates and in the accompanying bill is $5,040,000, a reduc- 
tion of $2,097,639. This reduction will be accomplished to a degree 
through the additional 6 2/3 salary cut but the major portion of the 
reduction will require administrative furloughs, dismissals, and a gen- 
eral curtailment of all activities. 

The principal reductions apply to the appropriation out of which 
the expenses of hearing rate cases are defrayed and that for the 
valuation of the property of the carriers. The former appropriation 
has been reduced from $2,692,313 to $2,250,000 or $442,313. The present 
practice of holding hearings in Washington instead of in the field 
will be continued on a more extensive scale to enable the commission 
to live within its reduced appropriation for this activity. 

Valuation: The bill includes $1,000,000 for valuation work, as 
compared with $2,313,542 carried for this purpose in the bill that failed. 
The amount recommended is a reduction of 56.7 per cent under the 
appropriation carried in the bill that failed and of 63.6 per cent under 
the appropriation for the current fiscal year. The reduction indicated 
will necessitate a drastic reorganization of the work. 


Former Commissioner Lewis, now director of the Bureau 
of Valuation, informed the committee that the reduction to 
$1,000,000 for the valuation work represented a reduction of 
63.6 per cent under the current appropriation of $2,750,000, and 
that the cut would mean, not the furlough, but the absolute 
discharge of approximately 600 people employed by the bureau 
which has had on its rolls approximately 900 employes. Testi- 
fying further as to what the effect would be if the appropria- 
tion for valuation work were cut to $1,000,000, Mr. Lewis said: 


We cannot be expected to carry on much, if any, recapture work 
— section 15a pending action on repeal proposals now before 

ongress. 

We cannot pursue the program contemplated by the $2,313,542 bud- 
get submitted to and voted by the Congress in the 1934 appropriation 
bill—that is, to bring all records forward to January 1, 1933, by June 
30, 1984. The records of that hearing and your deliberation and adop- 
tion are in your possession. 

We cannot revise from time to time the original or primary valua- 
tions in accordance with the present statutory directions for prepara- 
tion and service of tentative reports subject to protest and hearing. 

You have before this House H. R. 3754, reintroduced by Chairman 
Rayburn of your Committee on Interstate and Foreign Commerce and 
approved by the Interstate Commerce Commission, which would re- 
move those requirements and simplify them very much, reducing the 
requirements on the Commission and on the carriers. 


We cannot indulge in the meticulous detail which was demanded 
as a measure of protection in the public interest by the original valua- 
tion act, which still stands. We cannot be as comprehensive in the 
field policing and checking of carriers’ property returns as in the past. 

Now, having told you what we cannot do, let me tell you what 
we can do, and what the effect will be on our activities. This is what 
We can do: 

First. Mobilize staff to furnish the Commission with studies, rec- 
ords, and witnesses which will be imperative in the intelligent decision 
of either the corporate or financial reorganiation of carriers, or both; 
and in decisions on applications for loans or other government support. 

Second. Retain a staff to analyze, interpret, and present the rec- 
ords of carriers’ property gathered over the period of the last 20 years. 

Third. Receive the carriers’ reports of property changes and of 
cost and investment and translate them into corrected inventories and 
records and to the limit of our resources and so far as possible, main- 
tain sufficient guard over the accuracy of such reports that the pro- 
— value and integrity of the government records will be main- 
ained. 

Fourth. The amount of policing and checking in the field will be 
limited, and centered on the carriers which constitute the major or 
troublesome factors of the emergency situation. 

Fifth. To the best of our ability and the extent of our resources, 
keep the Commission informed of the changes in the property, bring 
forward to as recent date as possible the changes in inventories, with 
particular attention to aiding the Commission and the government in 
meeting the railroad policy that is, and will be, developed by the 
government. 

Sixth. Keep the Commission informed of, and a record of, the 
changing price levels as applied to common carriers; the rapid fluc- 
tuations of which result in controversies that are impossible to avoid, 
So long as the Constitution remains as it is—under the interpretation 
placed on it by the Supreme Court. 

Seventh. Ascertain, as far as possible, depreciation in its various 
forms, held by the Supreme Court in the Indianapolis Water case, to 
be a prime requisite in determination of value. 

, _As to the effect on our activities, as already indicated, some ac- 
tivities must be discontinued. The effect will be to modify the man- 
her of performing the work. The work will be materially slowed down. 
The reduction will disrupt an organization that, with the primary val- 
uation behind us, could within the next year bring inventories and 
records up to date. It would cause the abandonment at all events for 
= time being of the program of bringing all records up to January 
» 1933, by the end of the fiscal year. It would practically eliminate 
for the time being all recapture work, and there will be no revision 
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“from time to time’ of the primary valuation “in like manner” as 
original or primary valuations were ascertained. This would probably 
mean that no consolidations can be effected unless the existing pro- 
visions of the statute relating to consolidations are amended. 


Mr. Lewis also discussed the general railroad problem with 
reference to the importance of valuation work of the Commis- 
sion, his position being that the information prepared by the 
bureau would be valuable in dealing with reorganizations, re- 
construction of financial structures, appeals for rate reductions, 
receiverships, retirement of property and equipment, etc. 

“The records on which answers to these questions should 
rely are those collected by the government through the Inter- 
state Commerce Commission over a period of 20 years at an 
expenditure of $45,000,000,” said he. 

Mr. Lewis also pointed out that valuation information was 
used in the making of loans to railroads. 

Representative Taber, of New York, commenting on the 
proposed repeal of recapture and stating “that valuation is 
hardly a major factor to be considered in railroad rate mak- 
ing,” asked whether the valuation appropriation might not be 
done away with altogether. 

Mr. Lewis reviewed the reasons why Congress had pro- 
vided for the valuation work and contended that the results 
of the work done should be preserved and said that the Com- 
mission “insists very urgently that these records should be 
kept available and a sufficient staff on hand to make them 
available to the Commission, to the government and to the 
shippers whenever necessary.” 

Representative Oliver, of Alabama, asked whether the prac- 
tical question was not, “How can these railroads be operated 
so as to pay returns?” Continuing, he said: 


I find that in many cases you are permitting railroads to reduce 
their passenger rates to 1% cents a mile in the hope that it will 
stimulate travel and bring in larger returns. If that proves success- 
ful, some roads will no doubt apply for the right to make large re- 
ductions in freight rates in the hope that it will bring in a larger 
volume of business and thereby larger net returns. But if you have 
a railroad, no matter what its value, you cannot afford to consider 
always the academic question of what it cost and what money has 
been invested in it, any more than should a man who has built an 
apartment house or hotel, who knows that he must reduce rent in 
order to get a renter. It occurs to me that for the same reason you 
are really engaged in a study that does not materially help in the 
solution of the practical question before you. 

What good would it do for you to undertake to determine what 
some great builder in New York or in Washington had put into 
buildings, if you were clothed as a receiver with the duty of finding 
someone to occupy the building, so as to get some returns therefrom? 
You would want to find someone who could utilize it in a way to make 
some profit out of it and keep it in condition. 


Mr. Lewis stuck to the proposition that with the many 
varied practical questions involved the valuation work was 
essential to adequate and informed treatment of them. In 
part, he said: 


The answer, it seems to me, is that we are now up against a 
series of practical questions. One of the questions is—and it is in- 
volved, I understand, in the coordinator plan—how to charge out a 
whole lot of railroads or branches or facilities. Mr. Loree, for exam- 
ple, says that some 30,000 to 50,000 miles of railroad should come out. 
The Prince plan, as I understand it, and the coordinator plan, too, 
as I understand it, would involve the removal of a lot of this property. 
It was charged to capital account in years when there was not any 
record. How is it going to be charged out? How are we going to 
know what the property is, unless, at this particular time, at all 
events, there is kept and readily available a record of these properties, 
the charges out of which are going to be heavy? 


Mr. Oliver wondered what use valuing a road at $15,000,000 
was if the road’s earning capacity was very small, in connec- 
tion with the making of rates. 

Mr. Lewis admitted that in these abnormal times there 
were difficulties involved but he did not agree with Mr. Oliver 
that the Commission was dealing with an academic question 
in the matter of valuation. He reiterated that the valuation 
information was of importance in dealing with the various phases 
of the railroad problem. 

The recommended appropriation for the Commission for 
the next fiscal year is divided as follows: Salaries and general 
expenses, $2,250,000 as compared with $2,600,000 for the cur- 
rent year; regulating accounts (Bureau of Accounts), $750,000 
as compared with $682,560 for the current year; safety of em- 
ployes, etc., $445,000 as compared with $500,000 for the current 
year; signal safety systems, $35,000 as compared with $40,000 
for the current year; locomotive safety inspection, $435,000 as 
compared with $400,000 for the current year; valuation, $1,000,- 
000 as compared with $2,750,000 for the current year; printing 
and binding, $125,000 as compared with $175,000 for the cur- 
rent year. 

Commissioner McManamy told the committee that reduc- 
tion to $2,250,000 for general expenses “will make us curtail all 
of our activities very sharply. It will make it necessary for 
us to continue to have all hearings in Washington instead of 
in the field. It will probably continue to a considerable, if 
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not to a greater, extent than during the past year, our furloughs 
of employes.” He submitted a list of cases scheduled for hear- 
ing in various parts of the country that had been canceled and 
reassigned for hearing in Washington. 

Representative Woodrum, of Virginia, 
sioner to put the list in the record. 

“If they have already been called to Washington,” said he, 
“there is no use in agonizing over them.” 

Asked for the average cost of holding hearings outside of 
Washington, Secretary McGinty informed the committee that 
for the fiscal year 1932 the reporting expense was $100,000 and 
the travel expense was $116,000, “practically all of which was 
for field hearings.” He said the official reporting expense this 
year up to and including March 31 had been $61,000 and the 
traveling expense, $40,000. He said if the parties to cases 
before the Commission were required to come to Washington 
the expense to them would be perhaps hundreds of thousands 
of dollars more than the cost to the Commission of holding 
hearings in the field. 

Commissioner McManamy said the official reporter’s record 
cost 59 cents a page for hearings held out of Washington and 
15 cents a page in Washington. 

“The difference is 44 cents a page,” said the commissioner, 
“so that the difference probably runs close to a hundred dol- 
lars a day, for the record alone, in a big case. Some of these 
cases last 3 or 4 weeks or longer; others last 1 or 2 days.” 

Asked why the Commission did not obtain the services of 
local stenographic reporters to make the records at field hear- 
ings, Mr. McManamy said that was tried at-one time but the 
records were so bad that cases could not be decided on them. 
The contract system, under which the contractor furnished 
competent reporters, said the commissioner, was found to 
be most satisfactory and that it saved money. 

The commissioner said that- under the reduced appropria- 
tion he presumed the furloughing of employes would be used 
as much as possible rather than dismissing employes outright. 

Mr. Woodrum raised a question as to whether it would 
not be better, if it were contemplated by the Administration 
that the activities of the Commission were to be cut, to dis- 
miss the surplus personnel because the furlough system meant 
employes taking more of a cut in pay than the 15 per cent 
required by Congress. 

“If this was to be a permanent thing,” said Mr. McManamy, 
“I presume we would follow the course of reducing our force. 
I do not believe that we would, however, under this appropria- 
tion for general purposes, \mless we were directed to do so, 
make a straight out-and-out cut. We would gradually make this 
readjustment by retirements and make whatever separations 
from the service we considered necessary to meet the require- 
ments, but we would not perform a surgical operation unless 
we were forced to do it.” 

Mr. Woodrum thought that the Bureau of the Budget and 
the Congress intended, by what they had done, that people 
working for the government should have a 15 per cent cut in 
their wages. It was also intended, he thought, that there 
should be a reduction in governmental activities. 

“I do not think Congress meant for a department, in lieu 
of reducing its activities, to administer a 30 or 40 per cent 
cut to all of its personnel,” said Mr. Woodrum. 


Representatives Buchanan, of Texas, chairman, and Bacon, 
of New York, also indicated they did not think the employes 
should be retained on a furlough basis and thus all of them be 
subjected to cuts in pay substantially greater than 15 per cent. 

Mr. Bacon said the furlough system would be followed in 
order not to curtail activities. 

“They are taking it out on the clerks in order not to 
curtail their activities,” said he. 

Commissioner McManamy thought there was misunder- 
standing as to the Commission’s desire “to continue our full 
activities and take it out of the employes.” He said the fur- 
lough system, if the cut was to be temporary, enabled the 
Commission to protect and hold the trained employes. He 
said the system did not take any more out of the employes 
and did not continue activities that otherwise would be discon- 
tinued. He said it consisted simply of granting a furlough 
instead of separating employes from the service. 

“But, ultimately,” he continued, “if it is to be continued, 
then separations must come, and the result, so far as the gov- 
ernment is concerned and our continuing our activities, is the 
same in both cases.” 

Mr. Woodrum said it was not the same if it affected the 
employes at all. 

“It affects the total number the same; some bear it all in 
one case, and it is distributed over all in the other case,” re- 
plied Mr. McManamy. 

Commissioner Eastman told of the effect of reduced ap- 
propriations for the work of the Bureau of Accounts. He said 
Director Wylie had been cut from $9,000 to $5,400. He said 
employes in the bureau though on furloughs had actually 


told the commis- 
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worked but that if only $750,000 were appropriated, it wou, 
necessary either to continue to furlough indefinitely or to 

charge the 107 men now out on an indefinite furlough 7 
said the appropriation also would not permit policing the 
riers’ accounts at least once in five years. ’ 

“If, however, $750,000 is all we get, we shall do the, 
we can,” said Commissioner Eastman. 

Notwithstanding the attitude of members of the app 
priation committee on the furlough question, the compj 
in a last-minute addition to the bill, provided that, until Jyy 
1934, in cases “in which the number of officers and emply 
in any particular service is in excess of the number Necess 
for the requirement of such service, the heads of the gey 
executive departments and independent establishments . 
are authorized to furlough without pay any officers and 
ployes carried on their respective rolls for such period gs; 
their judgment may be necessary to distribute, as far as pra 
ticable, employment on the available work” among all 
officers and employes in rotation, provided that no empl 
under the classified civil service should be furloughed for 
total of more than 90 days in the fiscal year 1934, This py 
sion is favored by President Roosevelt. 

Members of the Commission, whose salaries last year wa 
reduced from $12,000 to $10,000, will be paid at the rate g 
$8,500 a year, due to the 15 per cent cut applied to governna 
salaries, according to testimony before the committee. 


PETITIONS FOR REHEARING, ETC. 


_ |. & S. 3462, Glass (plate, polished, wired), from, to and betwea 
points in southern territory and from Okmulgee, Okla., to Memphis 
Tenn., and New Orleans, La., |. & S. 3483, Glass (rough or ribbed 
window and rough rolled) from, to and between points in southen 
territory, No. 23684 and Sub. 1, Union Mirror Co. et al. vs. B. &( 
et al. Southern respondents and defendants ask reconsideration by 
entire Commission of decision of division 5, herein, and for an extep. 
sion of the effective date of the order. 

No. 20494, Great West Mill and Elevator Co. vs. P. & S. F. eta, 
Defendants, in a supplemental petition, ask reconsideration of é&. 
cision by Commission on record as made. 

_No, 24893, Phoenix Utility Co. vs. Pennsylvania et al. Southen 
Railway asks for a reconsideration by entire Commission of decision 
of division 3 in this case. 

No. 15427, Iola Cement Mills Traffic Association et al. vs. A. &§ 
et al. Complainants in No. 15427 and 21164, Iola Cement Mills Trafic 
Association et'al. vs. A. T. & S. F. et al., ask for a section 13 order in 
No. 15427, 128 I. C. C. 63, and No. 21164, 163 I. C. C. 249, compelling 
observance by the Texas carriers of the interstate basis of cement 
rates on Texas intrastate cement traffic. 

No. 14906, Sub. 1, Parkersburg Rig & Reel Co. vs. Cisco & North 
eastern et al, Complainant asks clarification of report and for a 
additional finding. 

No. 24082 (and Sub. 1 to 3, inclusive), Cargill Commission Co. vs. 
G. N. —— ask reconsideration by full Commission, upon recor 
as made. 

No. 24654, Abingdon Sanitary Manufacturing Co. et al. vs, Arte 
mus-Jellico et al. Complainants ask reopening, rehearing, and recon- 
sideration, and modification, as to Commission’s findings and order of 
March 2, 1933. 

No. 24881, Carolina Shippers’ Association vs. Norfolk Southern ¢ 
al. and No. 25441, Carolina Shippers’ Association vs. A. C. L. et al 
Defendants ask to consolidate proceeding with Docket No. 25695, Caro- 
lina Shippers’ Association vs. A. C. L. et al., for a decision. 

Finance No. 6243, Excess income of Western Maryland. Western 
Maryland asks for vacation of tentative recapture report and ordet 
entered herein, and dismissal of the proceeding. 

No. 25020, rates on crushed stone, gravel, sand and slag, within 
the state of Ohio and cases grouped therewith. E. Morris, on behalf 
of defendant carriers, herein, asks the Commission to change the 
effective date of orders entered in said case from May 15, 1833, 
upon not less than 10 days’ notice, to read June 15, 1933, upon not 
less than 10 days’ notice. ; 

No. 25120, American Vitrified Products. Co. et al. vs. A. & W. 
et al. Defendants ask modification of order dated March 3, 1933. 

No, 23986, Georgia & Florida, and W. V. Griffin and H. W. Purvis 
its receivers, et al. vs. A. C. L. et al. A. C. L. System Lines, de 
fendants, ask reconsideration and reargument before entire Com- 
mission. 

No. 23684, and Sub. 1, Union Mirror Co. et al. vs. B. & O et 4l 
Complainants ask reopening and reconsideration with respect (0 
reparation on shipments of plate glass to Lenoir, N. C., and for 
separation of these cases from those involving rates on window glass, 
rough rolled glass, etc. 

No. 16750, National Poultry, Butter & Egg Association et al. ¥§ 
A. & R. et al. and cases grouped therewith. Respondents and de 
fendants herein ask postponement of effective date of order. 

No. 13535, Corporation Commission of Oklahoma vs. A. & R. et 4. 
Southern Traffic League, Inc., intervener herein, asks for immediate 
relief from the unsatisfactory adjustment of rates between souther 
territory, on the one hand, and southwestern territory, on the other. 

No. 24878, Sinclair Refining Co. vs. A. T. & S. F. et al. Defend- 
ants ask reargument before and reconsideration by entire Commis- 
sion in respect of reparation. 

No. 24515, Wm. E. Jordan & Bro. vs. C. R. R. of N. J. et al. De 
fendants ask reconsideration. 

No. 24779, The Missouri Valley Bridge & Iron Co. vs. B. R. & P: 
et al. Defendants ask reargument before and reconsideration by ¢ 
tire Commission. 

_ No. 25191, Lexington Board of Commerce vs. Alton et al. Cat 
riers parties to Commission’s decision in this proceeding (191 I. c. ¢. 
7) by E. B. Boyd, agent, asks modification of order herein so 48 to 
permit the publication of additional rates and correction of certain 
errors, effective May 4, 1933, on one day’s notice, on dried beats, 
dried peas, melons, potatoes, and fresh vegetables from Colorado, 
Idaho, New Mexico, Utah and Wyoming to Lexington, Ky. 

No. 13535, Corporation Commission of Oklahoma vs. A. & R. et al. 
The Georgia Public Service Commission asks for immediate relief 
to rates between Georgia and southwestern territory. 
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Cc. OF C. AND TRANSPORT 


The Trafic World Washington Bureau 


“Railroads remain the chief arteries of commerce, but in 
sent years there has been an increasing use of other means 
transportation,” said Henry I. Harriman, president of the 

per of Commerce of the United States, in an address on 
nis Changing World,” at the opening session, May 3, of the 
enty-first annual meeting of the chamber. 

“River transportation, air transportation, transportation by 
rucks, busses, pipe lines and transmission lines have become 
important factors in national distribution. The rise of these 
yew forms has created serious problems for the railways. 

















me “tt is self-evident that the country is entitled to the best 
; and ql ansportation system that it can afford, and that it is most 
10d as j jesirable that these various forms of transportation be properly 
T 88 Dri/ordinated, each doing that portion of the common carrier 





3 all business to which it is best adapted. Furthermore, it is most 
mportant that the government shall not permanently subsi- 
lize, directly or indirectly, one form of transportation to the 
jetriment of another. Among other things, this means that 
nefore huge outlays are made for waterways improvements, a 
ul appraisal be made of the real economies they will af- 
ord. In general, I think we may take for granted that all 
lasses of common carrier transportation must eventually come 
nder public regulation, and that each class must bear its own 
burdens and perform its proper services.” 
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Transportation Round Table 






| bet . 
Memph An address by Chairman Rayburn, of the House commit- 
r rib ee on interstate and foreign commerce, on “Needed Trans- 










Southem 
B. & 0, 
ration by 
in exten. 


portation Legislation”; addresses on motor vehicle regulation 
and taxation by Colonel C. O. Sherrill, vice-president of the 
Kroger Grocery and Baking Company of Cincinnati, O.; R. V. 
Fletcher, general counsel of the Association of Railway Execu- 
tives, and T. R. Dahl, vice-president of The White Company, 
Cleveland, O., and adoption of a motion suggesting to the 
chamber’s committee on resolutions the reference to a chamber 
referendum of that part of the special committee’s report on 
competing forms of transportation dealing with highway trans- 
portation, featured the round table conference of the annual 
meeting of the Chamber of Commerce of the United States held 
the afternoon of May 3. The special committee’s discussion and 
recommendations on competing forms of transportation were 
published in The Traffic World of December 31, 1932, p. 1285. 

Chairman Rayburn said he expected Congress to pass at 
this session the holding company and section 15a-19a bills 
along with legislation recommended by the President, the ref- 
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. erence being to the railroad coordinator bill. He said in part: 
rder of 

_ At present there are two trends in public opinion on transporta- 
hern et tion, as public opinion registers before congressional committees. 
, et al MM One trend is toward further regulation and the inclusion of all means 
, Caro of transportation within the jurisdiction which Congress would ex- 

ercise over transportation. Those making this contention claim that 
este Mit is unfair to subject the railroads to strict regulation and leave 
order the competitors of the railroads with less regulation. The other 

trend is toward less regulation of the railroads and is opposed to 
within MM the exercise of federal control over the newer modes of transporta- 
Dehall tion. Those in line with this trend oppose the exercise of federal 
Ze the control of interstate commerce by motor bus or by airway and 


1933, favor the repeal of some of the regulation now exercised by the 
yn not Interstate Commerce Commission on the theory that the railroad 

has now ceased to have a monopoly and that no agency at present 
& W. promises to achieve a monopoly, and that the results of competition 
33. between the different means of transportation will give to the public 


-urvis, benefits which are fully as acceptable, if not more so, than would 
3, de- follow from regulation. Opinion has not yet fully crystallized, the 
Com- country has not yet made up its mind which of these alternatives 

to choose. In the meantime there are those who are earnest in their 
et al. endeavors to make up the mind of the country. For example, a cer- 
ct to tain group of security owners have been quite active in arguing 
d for for a further extension of the powers of the federal government, 
glass, for consolidations, and for the so-called coordination of the agencies 


of transportation. I gather that what they mean by coordination 
I, vs. is to place the different agencies of transportation in the hands of 
| de- a single corporation. That particular group seems to think that such 
& corporation should be either a railroad company or a company 


ot al, dominated by railway interests. 

diate If all possible inventions could be made at once and the prac- 
hern M™ tical and desirable ones could be wisely selected, society might become 
ther. HM Static and the risks incident to investing money might be reduced to 
end- @ minimum. It appears that human beings take their time about 


mis- making discoveries and when they are made, it is frequently without 
warning to those who would be most affected. Consequently, there 
De- ” inevitable risks in putting money into fixed capital designated 
de bring to people the benefits of a nearly discovered and economical 
. P. evice. e greatest risk is that something more economical and 
en- more generally acceptable may be found out. Within a hundred 
years, the owners of turnpikes charging tolls have lost their invest- 


‘ar ——. Canals have become largely obsolete. Electric interurbans 
, C. heusht great wealth to stockholders and within the past few years 
} to pa been unable to meet interest on their fixed charges. The 
ain vaners of livery stables have had to go out of business. The wagon 
ns, — has been replaced -by the garage. Now the railroads manifest 
do, Pog Signs of incipient obsolesence and the owners of junior securi- 

— and of first mortgages on some lines from which the traffic 
al 8 flown, are tactfully suggesting that government ownership of rail- 





as Toads may be the way out. 
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In this discussion over the form that regulation should take, 
whether it shall be more or less, we are being constantly reminded 
of the numerous agencies for regulating transportation that have been 
set up by Congress in addition to the state regulatory bodies. It 
is pointed out that the Interstate Commerce Commission exercises 
jurisdiction over the railroads, express service, pipe lines, and some- 
what over inland waterways, while the Bureau of Public Roads over 
in the Department of Agriculture was called upon to look after the 
highways, largely in a promotional way. When we turn to waterways 
and shipping, in addition to some jurisdiction of the Interstate Com- 
merce Commission, we have other jurisdiction exercised by the 
corps of engineers in the War Department and the Bureau of Light- 
house and the Bureau of Navigation and Steamboat Inspection in 
the Department of Commerce. The Panama Canal is looked after 
by the President of the United States. The harbors are regulated 
by the War department, the Department of Commerce, and the Coast 
Guard of the Treasury Department. Our inland, coastwise, and in- 
tercoastal shipping it fostered by the Department of Commerce, the 
Treasury Department, and the Shipping Board. And finally the Mis- 
sissippi River barge system has been committed to the Inland Water- 
ways Corporation, located in the War Department. The youngest and 
most spectacular means of transportation, the airways, are encouraged 
and permitted by the Aeronautics Branch in the Department of Com- 
merce, and occasionally have their wrists slapped by the Post Office 
Department. Those who believe that the hope of the railroads is 
to regulate everything else with equal severity point to all those 
promotional and regulatory activities of Congress in the field of trans- 
portation and demand that there be substituted therefore one domi- 
nant board or commission which will swing the big stick of federal 
authority as heavily against the infant airways as against the giant 
railways, as lustily on the old and limping water transport as on 
the new and bumptious motor transport. They call for what, they 
describe as a national system of transportation, under the firm 
guidance of the Congress and with the inference that all would 
then be lovely for investors. The other group who want less federal 
regulation point to these varied promotional and regulatory activities 
of the Congress and say that the changes that should be made are 
to lessen the authority of some of the commissions and perhaps to 
abolish some of the activities merely leaving sufficient control to 
make competition fair and to prevent its becoming unduly destruc- 
tive. It will perhaps be a long time before we settle down in this 
country to one unchanging method of promoting and regulating trans- 
portation. So long as there are novel, new, and promising modes, 
there will be subsidies and encouragement by the government. So 
long as there are threats of monopoly and the exercise of power by 
corporations analogous to that of the government itsef, there will be 
a public fear of such companies and a demand that they be re- 
strained by federal authority. So long as there are some modes like 
the railways, devoted almost entirely to interstate commerce, their 
regulation will, in a large measure, be by the federal government. 
So long as there are other modes, which like the motor vehicle until 
recently, are largely intrastate, in so far as corporate activity is 


-concerned, their regulation will be left in the main to the wisdom 


of the legislatures in the respective states. So long as there are 
invention, progress, and change, there will be hazards in making in- 
vestments and losses through obsolescence. So long as there are 
shippers, security owners, and employes, their respective interest will 
from time to time appear to be in conflict and the government will 
have to provide machinery for arbitration and procedure for orderly 
adjustment of their differences. Whether the action be by the state 
or the federal government will depend upon the charactor of the 
difficulty. 

The present plight of the railroads is due only in part to the ap 
pearance of the new and competing forms of transport. The railroads 
have one thing to sell and that is transportation. It matters not 
how much the people want to buy this commodity they are unable 
to do it. The greatest immediate difficulty has been the present 
financial depression. That is more serious than it first appeared, 
because it has turned out to be the result of a mistaken policy on 
the part of our government; unwise traffic laws, complete neglect 
of markets for agricultural products; a deliberate and conscious 
diversion of the savings of the people into expanding industrial 
plants for foreign markets which were artificially created by lend- 
ing our people’s money abroad: all has resulted in a dislocation of 
the factors of production in this country which will reauire time 
to readiust. As a consequence, carloadings of the railroads are the 
lowest in many years. Farmers are getting only seven per cent of 
the value of the national income instead of fifteen per cent of a 
few years ago, though thev are producing about the same quantity 
of goods as ever before. That has destroyed their purchasing power 
to such an extent that many of our factories have had to close 
down. For example, manufacturers of farm machinery have been 
running in recent months only fifteen per cent normal capacity. 
With more wisdom in national affairs, the railroads will find them- 
selves with increasing business. 

It is not sufficient for the government merely to lend money to 
the railroads. The taxpayers in this country cannot be expected 
indefinitely to carry the deficits of those corporations. Yet to per- 
mit the railroads to go into receivershivs will affect the insurance 
companies and the savings banks to such an extent as te bring our 
country disaster as great as that of losing a major war. The mere 
lending of monev by the government is a pallative: it is treating 
the symptoms. Something more fundamental must be done. 

We must win back our foreign markets for agricultural products: 
and readjust our production and distribution on a basis which will 
enable our manufacturers and farmers to prosper together. Sec- 
ond, in reguating the means of interstate commerce we must recog- 
nize that the rairoads have ceased to have a monopoly in trars- 
portation. Our interest in wage earners must include those who 
work in the new and competing agencies of transport. As a gov- 
ernment. we must not limit our interest in the workers to any one 
group. We must insist upon reasonable hours. decent working con- 
ditions, devices for safety of person, and fair wages for workers 
in the new developing lines of transportation along with those on 
the railroads. Our views as to consolidation will have to be re- 
vised in the light of changed conditions. The weak lines of rail- 
road which we honed to save through consolidating them with 
strong lines under the act of 1920 have in many instances already 
been scrapped. In some instances the consolidations which we de- 
sired have been effected. In many other cases a hard surface road 
with trucks and busses has reached out to the communities which 
ten or twelve years ago were wholly dependent unon a weak rail- 
road. The consolidations should not merely call for preserving 
service on the weak railroads, but should enable the transportation 
companies to experiment in coordinating the various agencies of trans- 
portation so as to sell the shippers and passengers the transporta- 
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tion they want at the time they want it at the lowest rate which 
That does not mean that the rail- 
roads should be given a monopoly of transportation with a view to 


would be fair to all interests. 
strangling the new and competing forms. 


Motor Transport Regulation 


Mr. Rayburn then discussed the holding company, rate- 
making, recapture repeal and valuation bills favorably reported 
Coming to regulation of motor 


to the House by his committee. 
transport and in conclusion, he said: 


Legislation for the control of busses and trucks doing business 
in interstate commerce should be enacted. I do not belong to the 
school of thought that believes that this competing form of trans- 
portation should be unregulated. On the other hand, I do not be- 


long to the other extreme school that desires to see this competing 


system of transportation put out of business. The power of gov- 
ernment should never be used to destroy a competitor, but the gov- 
ernment shoud see that the competitor 
regulation. ‘ 

In this Chamber of Commerce, leading shippers, rairoad com- 
panies, automobie manufacturers, highway construction companies, 


those interested in airways, waterways, pipe lines, all find a common 
program on which they can agree and all cooperate in promoting 
—the general prosperity of the country. May these as * —— 

so, e 


dominate the minds of leaders in American industry. } ‘ 
calls upon the government for interference and for regulation will 
be fewer, less insistent, and properly subordinate, 
not be the danger that such calls for action and interference by the 
government will be exaggerated as of paramount importance. Pros- 


perity. will come to this country as a result of the activity of 


individuals and of .business concerns. While well considered legis- 
lation may help and ill considered legislation may hinder, legislation 
in itself is powerless to produce prosperity. After all, abundance 
of money, easy gains, hectic commercial activity, are not essential 
to social and political well being. A recognition that there are ups 
and downs in the industrial progress of a nation just as there are 
ups and downs in the fortunes of an individual, should enable us 
to bear with patience many of the inconveniences and affiictions 
of a depression and should sober our judgment during a time of 
exceptional business activity. In the field of transportation no one 
group should have the advantage. Shippers should pay a fair charge. 
Security owners should receive a customary return. Wage earners 
should be secure in good working conditions and fair wages. Any 
improvement should go to the benefit of all three groups. The aim 
of regulation by government is to encourage fair dealing, punish 
wrong, to remove temptation to arrogance by the strong, and to 
protect the weak from injustice. If the government can achieve 
these ends in the field of transportation, it can do so in every other 
sphere of its activities. If the government succeeds in performing 
its functions, it will be because such men as the members of this 
ee can work together and be fair in competition with one 
another. 


Sherrill’s Address 


Mr. Sherrill discussed motor vehicle regulation and taxa- 
tion from the shipper’s viewpoint. In the course of his remarks 
he referred to findings of the committee on competing forms 
of transportation of the chamber, the joint committee of rail- 
road presidents and highway users, and the National Trans- 
portation Committee, and pointed out the extent to which 
agreement had been reached on various phases of the motor 
vehicle question. He spoke of railroad propaganda against the 
users of the highways but added that he did not include all 
railroads in that connection. In part, he said: 


It has been charged by the railroads that the highway users do 
not pay a reasonable share of the expense of building and maintain- 
ing the highways. In answer to this charge, the National Highway 
Users’ Conference agreed that the constructions and maintenance 
general use highways, including the cost of designated through high- 
ways within municipalities, should be paid by user taxes for separate 
schedules for private passenger automobiles, busses and trucks, in 
accordance with the weight of each type of vehicle. The contention 
that the highway users do not pay a reasonable share of the cost 
of maintaining highways has been completely analyzed and con- 
clusivély disproved by the investigations of the United States Bureau 


of Public Roads. 

The total expenditures for the construction of general use high- 
ways in the United Sttes in 1930, according to the United States 
Bureau of Public Roads, amounted to $1,136,673,437. Of this enormous 
sum, special taxes for vehicles using the highways provided $922,199,- 


492, or 81.3 per cent of the total spent on general use highways. The 
national government contributed $92,462,836, or 8.1 per cent of the total 
as its share in the interest of national defense postal service and 
to facilitate interstate commerce. The remainder spent on general 
use highways, 10.6 per cent, was provided from all kinds of general, 
state and local taxes. This limited percentage was, in my opinion 
an extremely small share to be provided by the general public, con- 
sidering the absolute necessity and extensive use of roads of all 
kinds to give access to property and without which access, land 
values would be on the basis of large undeveloped acreage, that is, 
practically valueless. 

Instead, therefore, of the highway users paying an inadequate 
amount for their occasional and nonexclusive use of the highways, 
they have paid far more than their share on the basis of a sound 
budget, including a proper amortization and maintenance charge. 

In addition to these sums paid in special license, gasoline and ton 
mile taxes against vehicles using the highways, the owners of these 
vehicles pay huge sums in general property and numerous other types 
of taxes such as are paid by the railroads. 

Now, let us see what the railroads pay in taxes. In 1931, the 
total railroad taxes of every description, national, state, local and 
special, in the United States as reported by the Interstate Commerce 
Commission amounted to $303,502,782. Every individual or corpora- 
tion pays taxes based on the amount of property owned on the 
same basis as do the railroads, and in addition, pay taxes for 
using the highways. In addition, the railroads have complete and 
exclusive’ rights of way over all their property, even at railroad 
crossings and can operate trains over them without restriction as 
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to size, speed, loads or interference with the public. The raj 
also have many important privileges of condemnation for rights 
way, etc., granted by the public at large. of 
in other words, the motor vehicles in 1931 paid for the occas; 
and nonexclusive use of the highways more than three times 
much as the entire tax bill of all the railroads in the United Stat 
Another charge frequently made by railroad propagandists - 
that even if all motor vehicles do pay their fair share for the y~ 
of the highways, trucks do not pay a fair proportion of these charge 
The actual facts are as follows: The truck registration in the Unites 
States is approximately 12 per cent of the total registration of ae 
vehicles, whereas trucks pay more than 28 per cent of the special 
highway taxes or far more than their fair proportion. In many joan 
these special taxes run as high as 41 per cent of the total, as was 
found recently in a comprehensive research in Pennsylvania. ™ 
Regardless, however, of the merits of these contentions of the tw 
sides to this argument as to whether or not the highway users pay , 
sufficient amount for the privilege of operating over the highway. 
this question has been taken out of the realm of controversy by the 
agreement mentioned above, that the highway users should pay the 
entire cost of the construction and upkeep of the general use high- 
ways of the United States. Since this agreement has been made be- 
tween the accredited executives of the railroads and the highway 
users, the only remaining step necessary in this particular question jg 
to determine by unbiased research as to what the correct charge 
should be against the highway users and the different classes of 
such users in each state. Such studies have already been made jn 
several states, including Pennsylvania and Michigan, under the ays. 
pices of the United States Bureau of Public Roads. These have proven 
that there is no dole being given to the trucks, but, on the contrary 
they more than pay their share of these special taxes as shown above. 


Position of the Railroads 


In his discussion of the subject, Mr. Fletcher said he was 
in accord with what Representative Rayburn had said and 
also he was in accord with part of what Colonel Sherrill had 
said—in fact, he thought there was a basis existing for a 
considerable degree of agreement among the various interests 
involved. He spoke of the necessity, from the view point of 
the railroads, for regulation of rates of motor carriers and 
pointed out that regulation of rates had been recommended 
by at least one important group of motor carriers—the bus 
operators—in the legislation proposed as the result of con- 
ferences among the railroads, state commissions and bus 
operators. He also mentioned the wage factor—that the rail- 
roads were subjected to government restrictions in that field 
while competing agencies of transport were not. In the course 
of his remarks he said that the Bureau of Public Roads of 
the Department of Agriculture was decidedly “motor minded.” 
He asked that findings of that bureau be not followed blindly 
without hearing others on the subject. Mr. Fletcher developed 
his discussion along the following lines in addition to his other 
remarks: 


The attitude of the railroads with respect to motor vehicle regu- 
lation has been repeatedly and authoritatively announced. The rail- 
roads recognize that the public is entitled to the benefit of that form 
of transportation which is best suited to its needs. The carriers, 
therefore, advocate such treatment of the transportation problem by 
public authority as will result in giving the American people the 
opportunity to select the form of transportation which is most con- 
venient and most economical. The railroads insist, however, that 
there can be no correct estimate of what form of transportation is 
most economical unless all submerged costs are brought to the sur- 
face. This means that where certain forms of transportation are 
now being subsidized from government treasuries, such subsidies 
shall cease. In other words, equality of treatment before the law 
is essential to successful experimenation in determining which form 
of transportation is most convenient and economical. 

These prinicples are familiar and widely accepted as being mani- 
festly equitable. Bearing these prinicples in mind, the railroads insist 
that since they have supplied their own roadway, pay all their ex- 
penses, have been subjected to the most minute regulation as to 
rates and service, and contribute in normal times more than a million 
dollars a day in taxes to the general expense of government, their 
competitors on the highway should furnish their own roadway, pay 
their own expenses, be regulated as to rates and practices, and make 
a proper contribution to the general expenses of government. It is 
not contended, of course, that motor vehicles should be compelled 
to build new highways, unless congestion on existing highways makes 
this necessary. However, they should pay such an amount for the 
use of the highways as will represent their proper proportion of the 
original cost and the cost of upkeep, measured by the standard of 
usage. 

The railroads recognize the right of local governments to make 
such rules governing the use of the highways for commercial pur- 
poses aS may be necessary to insure the safe use of the highway by 
the ordinary motorist. Clearly, therefore, there must be limitations 
upon the size and weight of commercial motor vehicles consistent 
with safety and with the ordinary use of the highway. It is, in our 
opinion, impossible to lay down nationwide uniform regulation on this 
phase of the subject. Suitable police regulations should conform to 
the conditions in each state with respect to the number and type 
of highways in that state and the extent to which they are used by 
the public generally. 

On the subject of taxation, it should not be forgotten that the 
railroads, in addition to building and maintaining their roadbed, make 
a very large contribution to the general expense of government, and 
motor vehicles on the highways should make a corresponding con- 
tribution. In other words, after they have paid for the use of the 
hghway certainly they should not object to bearing their part of the 
expense of government. This is a feautre which is sometimes over- 
looked in considering the problem of taxation. In determining the 
amount which commercial vehicles should pay of highway costs and 
maintenance, a sound rule is stated in Paragraph 64 of the recom- 
mendations of the Joint Committee of Railroads and Highway Users, 
issued January 30, 1933, where it is said: 
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“The basic cost of constructing, improving and maintaining a 
jven highway should be determined from a highway designed for 
srivate assenger vehicles and other vehicles commensurate there- 
rth. All vehicles using such highways should pay their proportion- 
ate share of that total as a base tax. The total additional cost of 
construction, improvement and maintenance to make a road suita- 
ble for a type of vehicle requiring such additional cost should be 
shared by each vehicle of that type and each vehicle of greater size, 
thus, each group Should share in the base cost plus all increments of 
cost up to and incuding cost required by it.” 


Dahl’s Address 


Mr. Dahl spoke for the motor truck manufacturers. Re- 
ferring to Mr. Fletcher’s remark that the Bureau of Public Roads 
was “motor minded,” he said he did not know of any better 
facts than those produced by the bureau. Until better facts 
were produced, he felt the bureau’s findings should be relied 
upon. In part, he said: 


For the last ten years I have listened to the forensic efforts of 
representatives of various types of transportation. I have seldom 
heard even a reference to the shipper or the public. For whose 
penefit are these operations carried on? Who uses these facilities? 
Who pays for the service they render? 

The opinion of a railroad representative from a railroad stand- 
point on highway transportation questions is equally prejudicial to 
that of a motor vehicle manufacturer, who is compelled to redesign 
his vehicles, invest in new jigs and in tools, and change his entire 
production line to meet legislative restrictions on his product. 

The desires of the shipper and the public for economical trans- 
portation is the determining factor in this problem and a national 
solution of it must consider their interests as paramount. 

I believe that the position of the shipper and the public toward 
highway transport can be simply stated as— 

1. The use of the highway with due regard to other users of the 
highway, and 

2, All vehicles using the highway should pay their fair share. 

We, as manufacturers, are in entire accord with that creed. We 
accept the recommendations of the American Association of State 
Highway Officials as to the physical restrictions on the vehicles 
we sell. 

We believe that although we must make many changes in our 
manufacturing processes to meet these requirements that by doing 
so will show greater regard for other users of the highways. 

Why should any other transportation agency not using the public 
highway demand anything different or attempt to obtain further 
legislative restrictions of physical characteristics? 

The Interstate Commerce Commission in its last report to Con- 
gress stated that such demands come not from the public but from 
the railroads. 

We believe that the facts demonstrate that commercial vehicles 
pay their way for the use of the public highways, but if at any time 
facts are produced showing that they do not pay their full share, 
then the commercial vehicles stand ready to pay that full share. 

I have said to you that the only opinion worth considering in the 
regulation and taxation of commercial vehicles is that of the shipper 
and the public. There is no question of ‘the public’s direct financial 
interest in highway transportation. Permit me to give you a single 
example: 

Four years ago it cost 36 cents to transport 100 pounds of milk 
100 miles into Chicago by rail. About that time commercial vehicles 
began engaging in the milk business. The result was a reduction of 
the rate from 36 cents to 24 cents per 100 pounds for 100 miles. 

The Illinois legislation during this time increased the allowable 
gross weights of commercial vehicles due to the perfection of pneu- 
matic tires, with a result that larger loads could be carried, and the 
trucks reduced the rate to 14 cents per 100 pounds. 

And then came an improvement in body construction, permitting 
the use of aluminum and rustless steel bodies, which permitted the 
carrying by commercial vehicles of a larger pay-load without increas- 
ing the gross load, bringing the cost of milk down to 12 cents per 
100 pounds. 

The result was a reduction in the cost of hauling 100 pounds of 
milk 100 miles from 36 cents to 12 cents. During that period of 
time the retail price per quart of milk delivered to the public’s door- 
step was reduced from 14 cents to 9 cents. 

In general the public’s direct interest in transportation is clearly 
stated by the U. S. Department of Commerce, which is responsible 
for the statement that on the average 25 cents out of every dollar 
goes to pay for the transportation part of the cost of the thing 
purchased. 

The regulating. of the business of contract carrier trucks should 
not be lightly subscribed to. It is the little fellow’s transportation 
medium on the highways. Such legislation must of necessity inter- 
fere with the flexibility of this service, which it is greatest benefit to 
the shipper. 

Theoretically, the common carrier motor truck should be regu- 
lated as it more nearly approaches the common carrier characteristics 
of the motor bus, but practically such regulation is unenforceable and 
would be unbelievably expensive. 

In the discussion after the addresses, there was reference 
to the question of safety on the highways and the relation of 
the transport truck thereto. Mr. Dahl submitted figures show- 
Ing great improvement in the reduction of accidents due to 
more efficient truck operators while there was a great increase 
mm accidents involving the private automobile driver. He said 
the truck driver had to become a more careful driver in order to 
obtain insurance. 

Gilbert Cowan, of the Louisville Board of Trade, referring 
to a statement that Kentucky had passed a truck restrictive 
law under railroad sponsorship made by Colonel Sherrill, denied 
that the law was initated by the ralroads and asserted that 
Kentucky was protectng its highways. He did not think it 
was realized what the highways were costing the public and 
Said the state had a right to say that it would not construct 


highways to serve large trucks, Colonel Sherrill responded that 
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a railroad vice-president handed the pen to the governor of 
Kentucky, who signed the motor bill referred to and otherwise 
indicated he felt he had support for his statement. 

There was criticism voiced of the Pennsylvania study re- 
ferred to in the addresses. 

R. C. Fulbright, chairman of the legislative committee of the 
National Industrial Traffic League, said apparently each person 
who had spoken had come to the meeting with his mind made 
up and he did not see that much could be accomplshed by 
contnuing discussion along the lines it had been going. As to 
paying for the highways, he believed that that issue would be 
settled by the fiscal policy of each state and he believed that 
substantial improvement had been made and would be made 
in such fiscal policies. 

The motion suggesting that the special committee’s report 
on competing forms of competition be submitted to referendum 
was made by Mr. Cowan, and later modified to refer only to 
highway transportation though Mr, Cowan said he favored ref- 
erence of the entire report to referendum. Colonel A. B. Bar- 
ber, manager of the transportation department of the chamber, 
explained that another round table conference was to deal with 
the subject of waterway transportation, also covered by the 
report. David F. Edwards, president of the Saco-Lowell Shops, 
Boston, Mass., who was chairman of the special committee on 
competing forms of transportation, presided at the conference. 


Water Transport 


At a round table conference on “National Water Transport 
Policies,’ the afternoon of May 4, L. W. Childress, president 
of the Mississippi Valley Barge Line Company, a privately 
owned and operated barge carrier, said that from his contact 
with railway officials he was convinced that a vast majority 
of them were not opposed to river transportation, “but they 
are strongly opposed and properly so to the operation of the 
river transportation system by the government.” 

“I have been repeatedly told by railway officials that with 
the government out of the transportation business they would 
readily and willingly cooperate with privately operated river 
transportation systems,” said he. 


“It is a recognized fact that there is an adequate field for 
each transportation medium and I believe that each should 
perform service at a price commensurate with the cost and 
value of the service demanded and performed.” 


Mr. Childress discussed the effect of the Panama Canal on 
the Mississippi Valley and the turning of the people in that 
area to inland waterway transportation as an offset. As to the 
government barge line operations, he said: 


While the improved waterways are public highways and as such 
can be legally and properly developed only by the government, the 
commercial transportation of goods thereon is not a proper function 
of the government. Figures are available showing that the Federal 
Barge Lines, operating on the Mississippi River System, and doing so 
at a loss. This is accompanied by an improper competition with 
private enterprises. The latter are, as far as I know, making no 
special complaint against the kind of competition they are forced to 
meet as a result of the government’s operations, but I believe that the 
Federal Barge Lines have demonstrated the practicability of water 
transportation for which it was created and having assisted in work- 
ing out the coordination of water and rail rates should be substituted 
by private operation as soon as it can be consistently done. 

In the furtherance of water transportation on the Mississippi 
River system it appears that the government should now dispose of 
the Federal Barge Lines and adopt a definite policy designed to pro- 
tect the private capital engaged in that service. Tihs will insure the 
cooperation of the railroads in the stabilization of inland water 
transportation and redound to the commercial interests of the central 


west. 


Franklin D. Mooney, president of the Atlantic, Gulf and 
West Indies Steamship Lines, referring to the report of the 
special committee on competing forms of transportation, said 
the committee recommended that carriers by water in domestic 
commerce should be subjected to rate regulation. He said 
Congress in the recent intercoastal act had provided for regula- 
tion of intercoastal shipping but not extending the power of 
approval of the regulatory body to minimum as well as maxi- 
mum rates. 

“In my opinion,” continued he, “and that of the Chamber’s 
committee, coastwise as well as intercoastal shipping should 
be subject to the same regulations and which should include 
public control of the actual level of the rates.” 

Continuing, in part, he said: 


An objection that has been raised to regulation of common car- 
riers in the coastwise and intercoastal trade is that small shippers, 
required to pay the established rates, will be at a disadvantage as 
compared with large shippers who operate their own vessels or char- 
ter vessels to move ship loads of their goods. This does not appear 
to be a valid argument. Regulation of common carrier rates and 
elimination of the ruinous return-load rates offered by industrial 
earriers will work together to stabilize the business of the common 
carriers and so reduce their costs per ton of cargo handled that it is 
conceivable that there will be little or no increase in the average 
rate. The industrial carrier or the charterer will, however, as I have 
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—, be permitted to compete for the business, but at common car- 
rier rates. 

Domestic shipping, which is restricted to vessels under the Ameri- 
can flag, does not need and should not receive any subsidy. Under 
suitable regulatory conditions it is capable of standing on its own 
feet. It should not be subjected to the competition of rail rates tem- 
porarily established for the purpose of driving it out of business. It 
should not be subjected to unfair competition within itself, whether 
by common or industrial carriers. Given fair regulation such as I 
have outlined, I predict more uniform and reliable service to the pub- 
lic as well as improved conditions for the operators. 


Overseas Shipping 


Joseph T. Lykes, president of Lykes Brothers Company, of 
Houston, Tex., discussed overseas shipping policies. He told 
of the aids accorded foreign vessels and spoke in support of 
the aid provisions of the merchant marine acts of 1920 and 
1928. In part he said: 

1 


There has been criticism of the Merchant Marine Act and cer- 
tain people have ridiculed the whole shipping program by citing 
amounts paid various lines for the transportation of mail. This is an 
unfair attack. Congress clearly understood that it was providing 
not only for the carriage of mail, but for the development of an ade- 
quate Merchant Marine. The Post Office Department was selected as 
a convenient agency for the administration of the Federal program. 
If Congress had been concerned only with the transportation of mail, 
there would have been no provision for naval approval of new ves- 
sels. Mail contracts are awarded not only for the carrying of mail, 
but for the maintenance of routes deemed essential for the develop- 
ment of foreign trade. That is the purpose underlying the Merchant 
Marine Act, and—pursuant to that purpose—ships are paid not for the 
carriage of mail only but for the maintenance of swift, frequent service 
over approved routes and in vessels of approved design. The fact that 
ships are paid according to speed and tonnage clearly indicates the 
purpose of the. mail contract legislation. The government was con- 
cerned with the development of an American Merchant Marine and 
chose the mail contracts as the most appropriate method for this 
purpose. 


On behalf of the American shipowners, I think that I may safely 
bespeak their willingness to treat with foreign owners in the solu- 
tion of all problems of world transport. We all realize that excessive 
nationalism is a menace to world peace, and that unrestricted sub- 
sidization might easily lead to a species of economic warfare im- 
poverishing to all concerned. We do not want economic warfare yet 
the very nature of things makes it imperative that we have a mer- 
chant marine of adequate proportions. Abolition of all subsidies would 
destroy the American merchant marine at the very time when we are 
just getting a foothold in world shipping. We. are carrying but 7 
per cent of the world’s trade. Surely we cannot, in equity, be ac- 
cused of seeking a transportation monopoly. 

Other nations who carry practically all of their own trade and 
two-thirds of ours, have little reason for complaint. If these other 
nations will raise their standard of living to a point matching ours, 
American vessels will have no further need of government support. 
As it is, our ships cannot possibly survive in open competition with 
the low-cost vessels of other powers. 

Perhaps the way out is through international agreement on com- 
mercial tonnage, along with the international naval] agreement. Our 
present establishment is an extremely reasonable one, no matter 
from what angle it is viewed. We have no desire to disrupt world 
shipping. We must, however, reserve the right to a merchant marine 
capable of carrying a fair share of our own foreign trade and ade- 
quate for purposes of national defense. That is all we ask. 


Atterbury Address 


William W. Atterbury, president of the Pennsylvania Rail- 
road Company, in an address on “The Railroads’ Relation to 
Business Recovery,” in which he approved the appointment of 
a railroad coordinator as a temporary expedient, said as he 
saw it the principal causes of the present condition of the 
railroads might be grouped under four heads: (1) The de- 
pression itself; (2) governmental regulation of railroad wages 
and rates; (3) waste due to competition of unregulated and 
partly subsidized transportation agencies by highway and by 
water and (4) excessive competition of the railroads with one 
another. In part, Mr. Atterbury said: 


I will not discuss the first cause—the depression—except to say 
that it affects every form of gainful endeavor. The railroads will 
benefit with all other industry and agriculture when economic con- 
ditions begin to improve. 

The second cause—the inconsistency of governmental policies in 
dealing with railroad wages and rates—I believe has never been ac- 
corded the importance which it deserves, and, in consequence, the 
public is unaware of the extent of its bearing upon the present diffi- 
culties of the railroads. 

During the world war the government removed railroad wages 
and working conditions from the operation of natural economic law 
and deliberately adopted the policy of regulating them politically. The 
result was an enormous inflation of payrolls and operating costs. It 
is elementary, in an industry having over half its costs in labor, that 
if earnings are to be safeguarded the rates must follow wages. 

During the federal control-war time period, following each of the 
three major wage increases, the government acknowledged this prin- 
ciple by making rate increases, but it failed to the extent that wage 
and rate increases did not bear a proper relationship to each other. 

In 1913, according to the records of the Interstate Commerce Com- 
mission, the average yearly pay in the railroad service was $757.00; 
the average revenue per ton-mile was 0.729 cent; and the commodity 
price index of the United States Bureau of Labor Statistics stood, 
in 1913, at 100. 

In 1920 the average yearly pay of railroad employes had been in- 
creased to $1,820; and the average ton-mile revenue to 1.069 cents; 
while the average commodity index for the year rose to 221. 

The increase in average pay had been 140.4%; the effective in- 
crease in rates only 46.6%; and the increase in commodity prices 
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121%. Wages had gone up more than three times as fast as the to 
mile revenues, and over 20% faster than commodity prices, ™ 

Since 1920, all three have declined, but in widely different Fy 
grees. From 1920 to 1932, average commodity prices fell 58%. ne 
railroad wage rates declined less than 8%; and average ton-mi. 
revenues 2.2%. e 

Comparing the average conditions of 1932 with the pre-war basis 
of 1913, we find that the rates of pay of railroad employes were stil 
more than doubled; that ton-mile revenues were higher by 43.3%, but 
that commodity prices were 7% lower. . 

At the present time, making full allowance for the voluntary Te. 
duction which became effective during 1932, the average wage Scales 
of railroad employes are only 10% lower than in 1929, and only from 
11% to 12% below the peak in 1920. 

The plain lesson of these figures is that the wage fixing DOlicies 
of the government, established during the war and continued after 
it, have resulted in imposing upon the railroads wage scales which ar 
far out of line with commodity prices, while at the same time there 
has been established a schedule of freight rates inadequate to the 
wage levels, but too high to stimulate rail traffic and still the subject 
of constant complaint by shippers. 

Shippers are dissatisfied with the rates, but the present financia] 
condition of the railroads makes it impossible to reduce rates until 
economies in operation, following wage reductions; economies through 
coordination of service; and economies through drastic consolidation, 
can be made effective. Any reduction in earnings through rate re. 
ductions will merely still further detract from the ability of all car. 
riers to meet fixed charges. However, eventually rates must come 
down. 

Relatively high rates bring results which follow the law of dimin- 
ishing return. Either the traffic will find less costly means of trans.- 
portation or industry will relocate to avoid transportation, and the 
rail carriers face disastrous effect in either event. 

To further complicate the matter provisions of the Railway Labor 
Act of 1926 have tended to freeze the then existing high wage level 
on account of the procedure pertaining to readjustments, which is go 
involved and prolonged that railroad management has not as yet gen- 
erally resorted to it, preferring to work for voluntary reductions, 
Under the circumstances now existing, however, resort will probably 
be had to this procedure. * * * 

To summarize, governmental intervention in rates and wages has 

ven us: 
et 1. A scale of rates which shippers constantly complain are 
higher than one under which the traffic of the country could pros- 
r; but 
wad 2. Still not high enough to support the railroads under the 
governmentally determined wage scales. 

At the same time, the annual basis of the ‘fair return’ provi- 

sion and the recapture clause violate sound business principles. 


After referring briefly “to the third of the causes which I 
have enumerated for the present condition of the railroads— 
the wastes of highway and water competition,” Mr. Atterbury 
said: 


The outstanding fundamental evil and the outstanding funda- 
mental problem which stares America in the face today is that of 
unemployment. It clamors for solution ahead of all our other problems 
—economic, political or social—and al of them in one way or another 
are bound up in it. If we find the correct answer, we shall find 
many of our other difficulties curing themselves, 

One of two things must happen. Either America will go ahead 
and work out a sound and lasting solution of this basic problem or 
we shall be compelled to admit that our governmental, economic 
and social systems are failures. Certainly they will merit that 
judgment if, with the means for producing far more of the desir- 
able things of life than we have ever consumed, we shall continue 
to utilize these resources so ineffectively that the ordinary needs 
of our people are not met. 

In this situation the railroads are no exception. In their case, 
as in the case of all our other industries, unemployment is the great 
basic problem, and any Solution that we endeavor to reach must be 
predicated upon that fact. 

I suggest the following relief measures: 

1. Acceptance of the principle that there is a relationship be- 
tween rates and wages, and that the control of both must be so tied 
together that the governmental body which has the responsibility 
of regulating the one must not only have first-hand knowledge 
of the other, but also its control. 

2. Assistance by the government, in the form of long-term low- 
rate financing, to carry the railroads along until safely stabilized 
by new methods of organization and the revival of business. 

3. The regulation applied to the railroads should be more 
liberalized and brought back to its original basis, and then all com- 
peting forms of transportation should be regulated on an equal 
basis with the railroads. The regulative authority should be the 
Interstate Commerce Commission. Regulation of the various trans- 
port instrumentalities can not be properly, equitably, or to the 
Greatest advantage of the public, carried out with responsibility 
ivided. 

4. The appointment of a railroad coordinator as a temporary 
expedient, pending permanent regrouping of the rail lines. : 

5. Ultimate consolidation of all railroads in to a very limited 
number of systems, in the interest of efficiency and economy; con- 
serving competition between the great terminals only and abolish- 
ing it at intermediate points; and with due regard to employes 
thereby displaced. 

As alternatives to the suggested consolidation there would ap- 
pear to me to be only two possibilities. 

One would be to follow the custom of the past; let deflation take 
its course; and hope, on precedent, for ultimate revival. 

This would mean prolonged receiverships, drastic reorganizations, 
and scaling down of capital structures, with recovery—if and when 
it occurs—beginning from a new and much lower base. It would 
mean, for a period, further serious reduction in the incomes of 
fiduciary institutions, etc., and individual investors, with the possi- 
bility of eventually regaining at least a part. It would mean more 
railrdad unemployment than at present, and no means to take care 
of it. The depressing effects would spread to other industries and 
increase unemploymnt in them also. Certainly upon the premise 
that unemployment is our basic problem, the customary proceduré 
fails to meet the test. If we adopt it again it will mean that after 
all our experience in past depressions we have still learned nothing 
effective about controlling our economic destiny. 

As the second alternative, at the very opposite end of the scale, 
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ds government ownership. It has many inherent weaknesses— 
a of discipline and initiative as compared with their higher devel- 
weak under private operation; the danger of the creation of a 
powerful political machine; the great losses to fiduciaries and other 
investor's through caling Over the railroads at depression prices; 
a jneviable pressure 0 labor, on the one hand, for higher wages 
| uneconomic working conditions, and patrons, on the other, for 
jower T The building of stations and 
ther improvements would be determined by sectional pressure 
a so compelling in governmental expenditures. It seems ines- 
capable that with political forces tending to drive wages up and 
rates down, and with no effective counter influence, it would be 
oly a question of time when railroad service would cease to be 
self-supporting. The taxpayers of the country would inevitably 
be called upon to make up a tremendous railroad deficit, in addition 
to the loss of from $300,000,000 to $400,000,000 normally contributed 
py the railroads in annual taxes. 

Nation-wide consolidation offers the hope of a way out—an 
escape from both the prolonged hardship of the ‘‘do nothing’’ pro- 

m, and from what I believe to be the certain disaster of govern- 
ment operation. The number of systems would be few. The group- 
ing would be chiefly, but not entirely, regional. Competition be- 
tween main terminals and its abolition at intermediate points is sug- 
gested upon the theory that the character of the through service 
determines that_of all service, including that supplied at interme- 
diate points. Therefore, if the lines of the =— are so re- 
grouped as to offer two—but in no case need there be more than 
two—optional competitive routes between the principal traffic centers, 
we shall retain whatever good is inherent in competition and at 
the lowest possible cost. At the same time, public fear of monopoly 
would be allayed. 

Such a plan of consolidation is the one which I advocate as 
best adapted to meet the situation which now exists. If intelli- 
gently followed I believe it will result in putting the railroads in a 
secure financial position; in producing the best service at the lowest 
placticable cost; and in stabilizing employment. It should be re- 
membered that the position of labor is always far better in an 
industry enjoying such conditions than in one in which excessive 
competition leads to instability, even though temporarily a larger 
payroll may be supported. 

I do not believe that we should rush into such a plan, but should 
proceed at a reasonable pace. On the basis of the present volume 
of traffic, such a consolidated system of railroads would be op- 
erated with less employes than at present. But we can not afford 
to take any sudden or violent action which would overnight add a 
new cohort of jubless to the present vast army of the unemployed. 

I have certain suggestions in reference to the subject of un- 
employment. Suppose, simply to be concrete, we look to a period 
of five years in which to accomplish the consolidation work. On the. 
Pennsylvania Railroad, which I assume to be typical, deaths and 
retirements would in that period eliminate about 11 per cent of 
the existing force, or not far from half of the probable reduction, 
under consolidation, on the basis of the existing volume of traffic. 
That would dispose of at least a part of our problem. 

Then, too, the railroads have accumulated a large deficiency 
of maintenance. If we could secure low-rate and long-term govern- 
ment financing it might be practicable to keep a large number of 
men_busy for a substantial period, making up deferred repairs. 

Finally, there is at least a reasonable expectation that at some 
time in the future we shall be experiencing a material recovery in 
traffic. If that be so, it is probable that the men temporarily dis- 
placed would be reabsorbed. 

Consolidation would mean abandonment of considerable mileage 
and other facilities. The public would have a right to expect a 
corresponding scaling down in capital structure. Capital facing 
obsolescence through these causes, I believe,, is also entitled to 
consideration, 

I have indicated my belief that the capital structure of the rail- 
roads, as a whole, is essentially sound—the total outstanding securi- 
ties being materially less than property value, and mortgage debt 
less than half that value. If there be individual cases of improper 
financintg, where they exist the usual penalty will have to be paid. 
But where investments are to be wiped out, or greatly scaléd down, 
which, by the accepted standards of prudent judgment, were sound 
when made, and which were in accordance with the then existing 
policies of encouraging competition, I do not think the owners of 
those investments should bear the burden of a reverse in policy. 

The system of railroads which exists in this country today was 
created to conform with the policy of maximum competition, en- 
joined by the government and demanded by the public. If that policy 
is now to be radically revised, in line with what I certainly believe 
to be sound progress in economic thought, the government and the 
public owe a moral duty of reasonable consideration to those who in 
good faith and judgment have invested their services and savings in 
our existing system of rail transportation. 

I regard the prompt appointment of a coordinator as a temporary, 
but highly desirable, meausre. His most immediate duty will doubt- 
less be to permit early realization of certain substantial economies 
which the railroads are unable to effect without governmental action 
and approval. Beyond that, I assume that with the cooperation of 
the railroad managements he will commence to lay the foundation of 
the ultimate scheme of nationwide consolidation. 

To produce the best results in the public interest, the railroads 
should be authorized and encouraged to enter into all other forms 
of transportation in order that a truly coordinated nationwide sys- 
tem may be developed, with each agency operating in the sphere 
through which it may serve the public to the greatest advantage and 
with the minimum of overlapping or duplication. 

There is currently wide discussion of the expenditure of govern- 
mental funds for public improvement and rehabilitation projects. 
Wisely carried out, such a policy may be very helpful and may 
materially accelerate the return of a measure of prosperity. We are 
already making a start on the reforestation projects, but there are 
many who believe that projects of a much broader and more exten- 
sive character should be inaugurated. The important thing is to 
avoid spending money in directions which, though temporarily reliev- 
ing unemployment, are uneconomic, involve waste of public capital, 
and in the end will make for more unempolyment. : 

In surveying the possibilities for sound expenditures of this 
kind, I believe that no field has more to recommend it than that of 
grade crossing eliminations where our railroads and highways inter- 
sect. These have become distinctly highway projects and the railroads 
should be no longer asked to contribute to them. 

When the railroad era began, over a hundred years ago, the 
newly constructed rail lines extended across the then existing turn- 
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pikes and other highways. Later, as the desirability of eliminating 
many of these crossings arose, it at first seemed proper that the rail- 
roads, which were respontsible for existence of the intersections, 
should bear the cost of separating the grades. Now, however, the 
conditions are entirely reversed. Railroad lines are no longer being 
extended. They are being contracted. New highways, however, are 
being built in all directions in every part of the country, and across 
the existing railroad lines. In addition, the extent of highway 
traffic has grown to be so great that, taken into consideration with 
the reduction in the number of trains operated, a condition has been 
reached in which the eliminations of grade crossing are projects 
solely and simply for the benefit of highway users, and their costs 
should be met by funds derived as are the funds for highway con- 
struction. 

An army of men could, with profit to the nation, be put to work 
on eliminating the grade crossings now existing in this country. 
Many furloughed railroad men could be fitted in. This would be 
productive work of the highest order and of permanent value. It 
would be a factor creating useful work in every state in the nation. 
The greatest necessity for grade crossing elimination exists in the 
very places where unemployment is most severe. This is also work 
of a character in which the greater part of the expenditures go to 
labor. The direct expenditures for grade crossing eliminations aver- 
age 60 per cent labor and 40 per cent material, and the latter, in the 
last analysis, means more labor. 

As a word of conclusion, I wish to express my sincere admiration 
for the manner in which President Roosevelt is dealing with the 
unprecedented problems which have come before him. 

That there are important factors in the present situation which 
are entirely new, I think is beyond question. The President, in some 
of his measures is frankly experimenting. If he finds they do not 
work, he has told us he will try something else. I have the greatest 
admiration for his courage and for his openness of mind. His sin- 
cerity and unquestioned integrity, and his obvious desire to avoid 
unnecessary extremes should command the respect and the support 
of every citizen. I am happy to accord mine. 

His basic problem is that of the nation—the relief of unemploy- 
ment. Toward this end every industry, including the railroads, must 
help, and every individual and enterprise should stand back of what 
the President is doing. In times like these there should be no con- 
ae of counsel. His leadership should be acknowledged and fol- 
lowed. 

Federal Transportation Bureau 

Secretary of Commerce Roper in an address May 5 made 
the first public utterance on the part of the Roosevelt adminis- 
tration as to creation of a federal bureau of transportation in 
the Commerce Department. In discussing domestic problems 
with which the department was particularly concerned, he said 
transportation was a field in which greater coordination was 
urgently required. One of the underlying causes of the present 
economic maladjustment, he said, was the practice of concen- 
trating on problems of production while ignoring distribution 
and consumption. 

“A large proportion of the defects in distribution systems 
have to do with transportation,” he said. “A coordinated and re- 
planned system of transportation will play an important part 
in adjusting production to the needs of consumers and be less 
dangerous to investors. We are working on a project for the 
establishment of a federal bureau of transportation. ‘Without 
going into details at this time, I may say that it is proposed to 
concentrate in one department the administrative work relating 
to all transportation agencies, and it is suggested that this unit 
also administer communications.” 


CURRENCY EQUALIZATION ON COAL 


The Traffic World Washington Bureau 


As a result of representations made to the carriers by the 
Commission with respect to the scheme for the equalization 
of United States and Canadian currencies in connection with 
the shipment of coal to Canada the railroads have agreed to 
a revision, in some parts, of their tariffs intended to establish 
an equalization plan. (See Traffic World, April 22, p. 768.) 
Explanation of the scheme and the necessity for using some of 
the language employed in the tariffs was made for the railroads 
by Roy S. Kern, chairman of the coal, coke and iron ore com- 
mittee of the Central Freight Association lines. 

One of the questions raised by the Commission was as to 
why, if the tariffs were to apply only to bituminous coal, the 
language of the tariffs was not plain on that point. Mr. Kern 
said that while, as a matter of fact, all the coal originating at 
the points named in the tariff was classified geologically as 
bituminous it was nevertheless apparent that-the Norfolk & 
Western could not properly subject its rates to an equalization 
charge named in a tariff applying only on bituminous coal, the 
Norfolk & Western tariffs having a description of coal that 
would raise a question as to whether coal moving under them 
came within the equalization scheme. Therefore there will be 
no revision of that language in the equalization tariffs that are 
before the Commission in connection with an application for 
sixth section permission. Mr. Kern also said that it was neces- 
sary to describe briquettes and boulets in the manner used in 
the equalization ftariffs because of the manner in which 
briquettes and boulets are described in the tariffs of the 
originating carriers. Mr. Kern also explained that it was neces- 
sary in the equalization tariffs to employ the terms “all-rail,” 
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“rail-water”’ and “rail-water-rail’” so as to make it certain that 
all soft coal moving into Canada, other than lake cargo, would 
be covered. 

The carriers’ tariffs, however, according to Mr. Kern, will 
be amended so as to eliminate the language leaving the implica- 
tion that the shipper or the reconsignor will have to pay the 
equalization charge because, as the Commission suggested, it 
was of no Significance to the carrier whether the charge was 
paid by the consignor, reconsignor or the consignee. Mr. Kern 
said that the carriers had no objection to, in fact they con- 
curred in the Commission’s suggestion, that the provisions of 
the master tariff dealing with the collection of the currency 
equalization charges from the shipper or reconsignor be 
eliminated. 


CHICAGO SWITCHING RATES 


The Traffic World Washington Burcau 


The whole subject of the level of interstate switching rates 
within the Chicago district and the relationship between those 
rates and the intrastate rates in those parts of the district 
wholly within either Illinois or in lidiana has been gone over 
in arguments before the membership of the Commission, except 
Commissioners Aitchison, Porter and Lee. The three mentioned, 
being in charge of No. 26000, the general rate reduction case, 
could not attend the switching case arguments which were 
made in No. 19610, switching rates in the Chicago switching 
district, and No. 14950, Acme Steel Co. et al. vs. A. T. & S. F. 
et al, ' 

The arguments revolved around the recommendations of Ex- 
aminers Howard C. Faul and W. B. Wilbur. They recommended 
the dismissal of the formal docket complaint which was against 
the level of the interstate rates prescribed by the Commission 
in the prior report in No. 19610, 177 I. C. C. 669, on a finding 
that those rates were not unreasonable, The rates under attack 
in that case are 3 cents a hundred pounds for one-line haul, 3.5 
cents on two-line hauls and 4 cents on multiple-line hauls. 

The examiners recommended a finding with regard to the 
intrastate rates, applicable in Illinois and in lidiana, 2.5 cents 
on one-line and two-line hauls and 3 cents on multiple-line 
hauls, that they had not been shown to cause unjust discrimi- 
nation against interstate commerce. They pointed out that the 
hauls in interstate commerce, on the average, were materially 
longer than the hauls in intrastate commerce. The railroads 
supported the examiners on the formal docket case and opposed 
their proposed finding as to intrastate rates. 

Assignments of time for the discussion of the issues were 
made to J. N. Davis, for the railroads; L. M. Walter, Acme 
Steel Co. et al; G. H. Shafer, Illinois commission; G. W. Huf- 
smith, assistant attorney general, for Indiana; H. J. Campbell, 
Chicago Board of Trade; C. B. Cardy, Chicago Stone Producers’ 
Association; H. C. Ames, Grasselli Chemical Co.; E. S. Guber- 
nator, Lehigh Cement Co., and D. I. Pierce, Chicago Heights 
Manufacturers’ Association. 


MISSOURI PACIFIC REORGANIZATION 


Whether the Missouri Pacific Railroad would be permitted 
to pay interest due on bonds on May 1 was taken under ad- 
visement by United States District Judge Faris in St. Louis 
this week. He expressed the opinion that delay in paying 
these fixed charges might induce owners of securities to “go 
into action quicker’ for the company’s reorganization. He 
granted permission for the following subsidiary companies to 
go into bankruptcy in order to facilitate reorganization: Beau- 
mont, Sour Lake & Western, St. Louis, Brownsville & Mexico, 
San Antonio, Uvalde & Gulf, and Houston & North Shore. 

Salary reductions of forty to fifty per cent for the principal 
officers of the Missouri Pacific Railroad and its subsidiaries in 
bankruptcy have been ordered by United States District Judge 
Faris in St. Louis. The cuts are effective until furher direc- 
tions may be issued by the court. The salary of President L. 
W. Baldwin was reduced to $40,000 a year, payable monthly in 
installments of $3,333.33. This was a decrease from $85,416. 
The order does not affect his salary as chairman of the Denver 
and Rio Grande and as president of the Missouri Pacific Trans- 
portation Company, which are not involved in the bankruptcy 
proceedings. His salary from the former is $12,750, and from 
the latter $6,000. 

Other reductions ordered were: E. M. Durham, Jr., senior 
vice-president, $19,200, from $40,000; H. R. Safford, executive 
vice-president, to $18,600; E. J. White, vice-president and gen- 
eral solicitor, to $18,000; J. Cannon, vice-president and general 
manager, to $14,400; E. P. Johnson, vice-president, finance de- 
partment, to $13,800; C. E. Perkins, vice-president in charge of 


_ traffic, to $12,000; H. Fitzpatrick, vice-president, to $6,000; ‘Wil- 


liam Wyer, secretary-treasurer, to $6,000; W. J. Wright, local 
treasurer, to $6,000; W. J. Werner, auditor, to 5,400; Frank 
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Andrews, general solicitor, to $4,800; A. T. Cole, assistan 
retary, to $4,800; C. D. Weich, assistant secretary-treasur 
$3,300; A. Naylor, assistant secretary-treasurer, to $3,30 
E. G. Wagner, assistant secretary-treasurer, to $2,100, 

The new salaries are effective from April 1. The Court 
directed that where executives are giving services to all thr 
railroads concerned, the pro rata shall be eighty per cent for 
the Missouri Pacific, twelve per cent for the New Orleans, Texas 
& Mexico, and eight per cent for the Internationa] Great 
Northern. 

The order specifies that no salary shall be paid to 0, p 
Sweringen, chairman of the board, or A. H. Sanford, View. 
president. 
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0, ang 


SUSPENDED TARIFFS 


In I. and S. No. 3875, the Commission has suspended from 
May 1 until December 1, schedules in supplement No. 4 to Jp 
Johanson’s I. C. C. No. 2457, supplement No. 45 to B. T. Toney’ 
I. C. C. No, 2534, and numerous other tariffs of agents and ip. 
dividual lines’ issues. The suspended schedules propose to cap. 
cel the application of the combination rule (as contained jp 
Agent B. T. Jones’ tariff, I. C. C. No. U. S. 1) in constructing 
through rates on horses, mules, asses, ponies and burros, ip 
carloads, from points in western trunk line territory and Rocky 
Mountain states to Iowa and points east of the Mississippi 
river, which would result in increased charges. 


In I. and S. No. 3876, the Commission has suspended from 
May 1 until December 1, schedules in supplements Nos, 67 
and 68 to W. S. Curlett’s I. C. C. No. A-306, supplements Nos. 
29 and 30 to E. B. Boyd’s I. C. C. No. A-2179, and various other 
tariffs of agents and individual lines’ issués. The suspended 
schedules propose to cancel the application of the combination 
rule (as contained in Agent B. T. Jones’ tariff, I. C. C. No, U. 
S. 1) in constructing through rates on cement, common, by- 
draulic, natural or portland, including cement compound, in 
carloads, from eastern points to destinations in western trunk 
line territory and other western states, which would result in 
increased charges, 


In I. and S. No. 3877, the Commission has suspended from 
May 1 until December 1, schedules in supplements Nos. 29 and 
30 to E. B. Boyd’s I. C. C. No. A-2179, supplement No. 10 to 
Great Northern I. C. C. No. A-6490, and various other tariffs of 
individual lines’ issues. The suspended schedules propose to 
cancel the application of the combination rule (as contained in 
Agent B. T. Jones’ tariff, I. C. C. No. U. S. 1) in constructing 
through rates on lime and plaster when shipped in mixed car. 
loads with cement between certain points in western trunk line 
territory, which would result in increased charges. 


In I, and S. No. 3878, the Commission has suspended from 
May 1 until December 1, schedules in supplement No. 10 to 
E. B. Boyd’s I. C. C. No. A-2329. The suspended schedules pro- 
pose to cancel arrangements providing for the stopping in tran- 
sit to partially unload paper tablets, writing paper, papeteries 
and wrapping paper, in carloads, at points in western trunk line 
territory. 


STRAWBERRY AND ONION REFUNDS 

The Commission, by division 3, in an order (not a decision) 
relating to rates on onion plants in crates containing not to 
exceed 6,000 plants, and on strawberries in Florida or pony re 
frigerators from points in Texas to interstate destinations in 
the period from January 25, 1932, to March 10, 1932, inclusive, 
has authorized the Railway Express Agency to adjust the 
charges on shipments within the period to the basis of lower 
rates intended to be made effective on January 25, 1932, but 
which as a matter of fact, owing to defective tariff publica- 
tion, did not become operative until March 11. The order per: 
mitting that adjustment of charges to the basis of rates in- 
tended to be made effective, requires the express agency to file 
statements with the Commission definitely and clearly describ- 
ing the shipments upon which readjustments have been made. 


RAIL WAGE STATISTICS 


Class I railroads, excluding switching and terminal com- 
panies, reported a total of 941,544 employes as of the middle of 
February, 1933, a decrease of 4,461 as compared with January, 
the decline being the net result of an increase in train and 
engine service and a decline in the maintenance and clerical 
groups, according to the Bureau of Statistics of the Commis- 
sion. The report stated that 1,068,621 employes were reported 
as having received some pay in February either for full or 
part time. The total compensation for February was $106,- 
838,999 as compared with $113,950,932 in January, 1933. The 
employment in February was 12.47 per cent less than for 
February last year. 
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OCEAN SHIPPING DEVELOPMENTS 


The Trafic World New York Bureau 


ULL cargo grain rates have failed to hold the slight gain 

previously registered and receded to the same level as at the 
opening of St. Lawrence navigation. Volume of fixtures was 
fir. In the time charter market another vessel was taken 
for the West Coast of South America trade and West Indies 
time charters continued in about the usual volume. 

Among recent fixtures of grain cargoes were one of 25,000 
quarters from Montreal to Greece at 10c for May; 21,000 quar- 
ters from Quebec to Bristol Channel at 1s 744d or other United 
Kingdom ports at 1s 9d or Antwerp-Rotterdam at 1s 744d for 
early May, and a steamer for 32,000 quarters, Montreal to 
Antwerp-Rotterdam, at 54%c, Hamburg at 7c, Bristol Channel 
ports at 1s 744d or other United Kingdom ports, 1s 9d, prompt 
loading. 

Transatlantic sugar cargoes included one from Cuba to 
Marseilles, a 2,874-ton vessel at 14s for May, and a 6,000-ton 
motorship from the Philippines to North of Hatteras at $4.50 
for late May. 

A coal fixture developed, a good sized steamer from Hamp- 
ton Roads to La Plata at 10s 6d for May-June loading. 

The West Coast of South America time charter was a 
2913-ton vessel for a round-trip, delivery north of Hatteras, 
done on private terms for prompt loading. Another time char- 
ter of interest was a 2,319-ton motor ship for a round trip in 
the New York-Far East trade, done abroad on private terms 
for last half of May loading. 

Nothing unusual developed in the tankers trade, the volume 
of chartering being about the same as in the previous week. 

Sessions of the general meeting of the intercoastal steam- 
ship lines continued in New York, but no further announcement 
was made as to the status of the controversy which has resulted 
in a deadlock after over two weeks of discussion. 


MONEY FOR SHIPPING BOARD 


An appropriation of $310,000 for the Shipping Board for 
the fiscal year beginning July 1 is carried in the independent 
offices appropriation bill reported May 2 to the House by the 
committee on appropriations. In explanation of the recom- 
mendation, the committee said: 


The bill that failed included an appropriation of $327,744 for the 

expenses of the Shipping Board and a direct appropriation for the 
Fleet Corporation of $2,875,000, together with authorizations totaling 
$10,469,000 for expenditures from corporation funds. 
_ The revised estimates and the accompanying bill provide a reduc- 
tion of $17,744 in the appropriation for the Shipping Board and the 
elimination of the direct appropriation of $2,875,000 for the Fleet Cor- 
poration, or a total saving of $2,892,744 in amounts to be appropriated 
from the Treasury. 

The reduction in the appropriation for the Shipping Board repre- 
sents the additional 6 2/3 per cent salary cut. The elimination of the 
direct appropriation of $2,875,000 for the Fleet Corporation is possible, 
partly because it is now estimated, in the light of more recent infor- 
mation, that the operating deficit for next year will be $3,500,000 
instead of $5,200,000 as estimated at the time the original estimates 
Were submitted. The remaining difference will be made up by draw- 
ing upon certain existing reserve funds, which are as follows: 
COMMON WREED 665.0056.00606500006 $00 cd eNasaV coda eeeReE RON $1,300,000 


Co a ee eee ee 1,200,000 
ES NN os pe auciakiseek ssa eceedae ee naeeiwd 3,945,000 
Protection and indemnity reserve fundS ............eeeeeeeeee 3,000,000 


ee Ee Te $9,445,000 

A careful study of the obligations estimated to accrue under these 

funds next year indicate that they may be drawn upon to the extent 
indicated without danger of depletion. 
_ The reappropriation of the unexpended balance of an appropria- 
tion of $500,000 made in the 1930 appropriation act for exerimental 
and research work has been eliminated in the revised bill and esti- 
mates. The unobligated balance of this fund is $96,000, and this will 
revert to the Treasury. 

Foreign mail contracts: The provision in the original bill making 
$4,000,000 available for transfer to the Post Office Department for 
meeting the cost in the fiscal year 1934 of foreign mail contracts for 
service upon steamship lines purchased from the Shipping Board is 
continued in the accompanying bill with the limitation, not carried 
ance roe § that such transfer may be made only by direction of the 

sident, 


In the hearings before the committee Admiral Cone, chair- 
man of the Shipping Board, explained that the proposed transfer 
of $4,000,000, referred to by the committee, would facilitate the 
sale of Shipping Board lines by assuring funds for ocean mail 
contracts to the purchasers. He said offers were pending for 
the American France Line and the American Republics Line, 
the Cosmopolitan Shipping Company offering $800,945 for ten 
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vessels of the first named line and C. H. Sprague & Sons, Inc., 
offering $985,250 for the other. 

Chairman Cone told of the sale of the Dixie Mediterranean 
Line, the Dixie U. K. Line, the American Gulf Orient and the 
Southern States Line to Lykes Bros. Ripley Steamship Com- 
pany, Inc., or New Orleans, involving 52 ships, for $2,461,790. 


Call It “Subsidy” 


Chairman Buchanan, of the committee, asked what would be 
paid to the purchaser of the Gulf lines mentioned by the gov- 
ernment under ocean mail contracts, annually, and the result- 
ing answer and questions and answers followed: 


Admiral Cone: About $2,500,000. 

The Chairman: Annually? 

Admiral Cone: Yes, sir. 

The Chairman: You do not mean to say that the government pays 
them $2,500,000 to carry the mail under that contract annually? 

Admiral Cone: Yes, sir. 

The Chairman: And you say that they will get the line for $2,- 
500,000? 

Admiral Cone: Yes, sir. 
of about $2,500,000 per year. 

The Chairman: Let me see if I understand this, and I do not want 
to misunderstand you: You sold that line for $2,500,000? 

Admiral Cone: Yes, sir. 

The Chairman: And they get a contract from the government by 
—_ they receive $2,500,000 annually for carrying the mail on that 
ine? 

Admiral Cone: Yes, sir. 

The Chairman: For how many years does that contract run? 

Admiral Cone: For 10 years. 

The Chairman: Then, at the end of 10 years, the government will 
have paid $25,000,000 for carrying the mail on that line of ships? 

Admiral Cone: Not on one line of ships. This is a line from the 
Gulf all over the world, and there are 52 ships. 

Maas Chairman: To how many different countries do they carry 
mail? 

Admiral Cone: They do not carry much mail. As 
fact they carry very little mail. 

The Chairman: Then, it is a subsidy? 

Admiral Cone: Yes, sir. 

The Chairman: It is a subsidy, pure and simple? 

Admiral Cone: Yes, sir; it is a subsidy and nothing else. 

The Chairman: The only object then is to set up a commercial 
eS ships, and pay all the losses through a subsidy, with some 
profit? 

Admiral Cone: No, sir; the object is this: We were paying over 
$3,000,000 a year to run these ships, and the object was, as I under- 
stand from the preamble to the law that was passed, that Congress 
would pay these people for running these ships a certain amount of 
money. That is figured very closely, I think, to represent the differ- 
ential in the cost of operation of these ships over the cost of operating 
foreign ships. 

The Chairman: It all comes down to this, whether it is worth 
$25,000,000 to have them run the ships for a period of 10 years in 
order to build up the commerce of the nation? 

Admiral Cone: Yes, sir. 

The Chairman: It is a subsidy, pure and simple? 

Admiral Cone: Yes, sir. 

The Chairman: The law should have called it by that name. 

Admiral Cone: I agree with you entirely. 


WATER CARRIER AGREEMENTS 
The following agreements filed in compliance with section 


15 of the shipping act of 1916 have been approved by the 
Shipping Board: 


We are losing on that line at the rate 


a matter of 





Transhipping agreement—Japan and China to Albany, N. Y.: 2271 
—Osaka Shosen Kaisha with McAllister Night Line, Inc.: This agree- 
ment provides for through billing arrangement covering shipments of 
general cargo from ports of call of Osaka Shosen Kaisha in Japan 
and China to Albany, N. Y., with transhipment at New York. 

Transhipping agreement—Atlantic Coast to Philippine Islands, 
China, and Japan: 2281—Americah-Hawaiian Steamship Company 
with Bank Line, Ltd.: Agreement covers through shipments from 
United States Atlantic Coast ports to Manila, and ports of call in 
China and Japan, with transhipment at San Francisco, Through rates 
are to be based on the applicable direct line conference rates, and are 
to be apportioned between the carriers. Cost of transhipment is to be 
absorbed by the carriers. 

Through billing agreement—Japan and China to Atlantic Coast 
ports: 2174—Nippon Yusen Kaisha, Pacific Steamship Lines, Ltd., 
McCormick Steamship Co., and Panama Pacific Line: Arrangement 
covers through shipments of silk from Yokohama, Kobe, and Shanghai 
to United States Atlantic Coast ports of call with transhipment at 
Seattle and San Francisco. The agreement provides that it may be 
cancelled on thirty days’ notice by any line giving notice to the 
others. 


Agreements Modified 


1632-2—-Matson Navigation Company with Argonaut Steamship 
Line, Inc.: Modification provides for inclusion of Argonaut Steamship 
Line, Inc., as a participating intercoastal carrier in agreement between 
Matson Navigation Company and American-Hawaiian Steamship Com- 
pany, Dollar Steamship Lines, Inc., Ltd., Luckenbach Steamship Com- 
pany, Inc., McCormick Steamship Company, Nelson Steamship Com- 
pany, Panama Mail Steamship Company, Panama Pacific Line, Quaker 
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Line, and Williams Steamship Corporation, covering through ship- 
ments of canned pineapple from ports of call of Matson in the 
Hawaiian Islands to United States Atlantic ports of call of the named 
intercoastal carriers. 

031-1—Mooremack Gulf Lines, Inc., with American Scantic Line, 
Inc.: Modifies an agreement covering through shipments between 
New Orleans, Mobile, and Tampa and Danish, Finnish, Swedish, and 
Polish ports, with transhipment at Philadelphia. The purpose of this 
modification is to extend the agreement to cover through shipments 
between Boston and Danish, Finnish, Swedish, and Polish ports, with 
transhipment at Philadelphia. 

491-2—United Fruit Co. with United States Lines Co. (American 
Merchant Lines): Modifies Agreement No. 491, as amended, covering 
through shipments from the West Indies, Mexico, and South America 
to London with transhipment at New York, approved by the Board 
February 23, 1927, and December 11, 1929. The purpose of the modi- 
fication is to record United States Lines Co. (American Merchant 
Lines) as participating carrier and successor to United States Lines 
Operations, Inc, (American Merchant Lines) in Agreement No. 491, 
as amended. 

690-1—Nelson Steamship Co. with Oceanic and Oriental Naviga- 
tion Co.: The agreement which is modified covers through shipments 
from United States Atlantic Coast ports to Cebu, Dairen, Hongkong, 
Kobe, Manila, Shanghai, Saigon, Taku Bar, Yokohama and other 
Far East and Oriental ports of call. The modification provides that 
the division of the through rates is to be subject to a stipulated 
minimum proportion to Oceanic and Oriental Navigation Co. 

732-1—The New York and Porto Rico Steamship Co. with Nor- 
wegian America Line: Modifies agreement covering through shipments 
between Drouthein, Norway and Puerto Rico, via New York. The 
purpose of the modification is to provide for the apportionment of 
the through rates. 


AIR AND OCEAN MAIL CONTRACTS 


Objection to giving the President power to modify or cancel 
contracts entered into by the government, as proposed in the 
independent offices appropriation bill reported to the House 
May 2, was voiced in a minority report filed by Representatives 
Taber and Bacon of New York and Thurston of Iowa, Repub- 
licans. In their report they said: 


With reference to the section relating to contracts, we believe 
that the Postmaster General has ample authority in an administra- 
tive way to modify any contract for railway mail, ocean mail, air 
mail, or star-route service, the full performance of which is not re- 
quired in the interest of the government. This modification can be 
made without cost to the government in almost every case because 
the contracts themselves permit of modification or curtailment of 
services not required. 

Furthermore, there is ample authority for the cancelation of any 
contract which might be tainted with fraud or any improper conduct 
in connection with the making thereof. 

Where a contract is entered into in good faith by the parties and 
is legally and properly made, it seems in these times the height of 
absurdity for the government to take the lead in the cancelation of 
such contracts. In the testimony before the committee there was 
no showing made of improper or unconscionable contracts or any 
that should be canceled in the interests of the government, and fur- 
thermore, there was no estimate made of what the possible specula- 
tive damages might be should any of these contracts be canceled. 

Business recovery depends largely on confidence and good faith 
and for the government to be the first to break either would, in our 
opinion, be the height of absurdity. From the standpoint of the 
public treasury, there is not enough money in the treasury or in 
prospect to meet the damages which might ensue from the breach of 
these contracts. The government is always subject to the highest 
and most speculative damages in any contract and particularly where 
the contract is for a term of years and involves, as in a good many 
of these cases, the development of trade routes on the ocean and in 
the air. We do not believe the section is designed for or in the inter- 
est of government economy. 

We are prepared to go along with the administration on any 
measure designed in the public interest and which will in the exer- 
cise of good faith effect economy to the government. 

f there were a contract which was tainted with fraud or im- 
proper conduct in connection with its inception and there did not exist 
proper legislation to relieve the government from it, we should be the 
first to propose such legislation. 

We believe that the administrative power to modify these con- 
tracts should be fully explored before Congress is asked to abrogate 
its power to give the President unlimited powers to cancel contracts. 


The President’s authority to modify or cancel contracts, 
under the bill, would be limited to “any contract entered into 
by the United States prior to the date of enactment of this act 
for the transportation of persons and/or things.” It had been 
proposed by the Bureau of the Budget that the authority extend 
to all government contracts. 


SHIPPING BOARD COMPLAINTS 

In No. 100, Oakland Motor Car Co. of Duluth, Minn., vs. The 
Great Lakes Transit Corporation, filed with the Shipping Board, 
reparation of $478.52, with interest, is sought on five shipments 
of motor vehicles between Detroit and Duluth. 

In No. 101, Gray Motor Car Co., of Duluth, Minn., vs. The 
Great Lakes Transit Corporation, reparation of $82, with inter- 
est, is sought on automobile shipments between Detroit and 
Duluth and Superior. 


RIVER AND HARBOR BILL 
A river and harbor bill, H. R. 5363, adopting and authorizing 
waterway construction, repair and preservation of river and 
harbor works has been introduced by Representative Mansfield 
of Texas, chairman of the river and harbor committee. It is 
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estimated that the bill approves and authorizes the congtn, 
of works costing about $98,000,000, and about 130 in num 
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to require about one-fourth of the money authorized 4 cong 
spent if and when appropriations are made hereafter, engi 
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the lakes-to-the-gulf waterways increased traffic. The mox 
he said, had the “general approval” of the administration a; , 
of its public works program, 

The largest single item carried by the bill is $17,500,0% 
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development, Other large sums authorized for projects , Mr. 
Cape Cod Canal, $10,000,000; Mississippi River, between the » atten 
souri and Minneapolis, Minn., $11,650,000 in addition to the Spe 






heretofore authorized and allotted; Boston harbor, $4,804 
Tampa and Hillsboro Bays, Fla., $3,675,000; Sabine-Necheg wa 
way, Tex., $2,260,000; Houston ship canal, $2,543,000; Alleghey 
River, Pa., $3,800,000; Duluth-Superior harbor, $1,319, 
Kewaunee waterway, Mich., $2,650,000; Calumet harbor ; 
river, Ill., $4,540,000, Indiana Harbor, Ind., $1,820,000. Tohns0 
n the 


LAKES-TO-GULF WATERWAY pings 


The Traffic World Washington Bure puficle 














{ sene 
148 th 


























a 
Arrangements for congressional participation in the py od te 
posed official opening and dedication of the lakes-to-gulf wata, M 





way, connecting Lake Michigan with the Mississippi River ay 
the Gulf of Mexico, were made at a conference held April 4 
in the caucus room of the House office building. Speaker Raing, 
of Illinois, was made chairman of the “Members of Congrey 
Committee on Dedication of Lakes-to-Gulf Waterway.” It , 
proposed to begin the celebration about the middle of June y 
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shortly thereafter. v 

Under the guiding hand of Representative Reid, of Illinois 
president of the National Rivers and Harbors Congress, wh a 
called the conference, the arrangements for appointment of th the g 
main committee and subcommittees were disposed of quickly, =. 


Two questions were raised in the brief discussion—what Wal pitts 
really the attitude of the Illinois and lower river represents ™ City, 
tives and senators toward the St. Lawrence seaway project anim 24 
was the federal government going to have to bear the expense MM ; 230 
of the boats that would carry those participating in the celebra % tran 
tion from Chicago down toward the Gulf of Mexico? agri 

The famous Magnus Johnson, formerly in the Senate ani 
now a representative in the House, did not relish hints that the H den 
lakes-to-gulf waterway advocates were against the St. Law @& inte 
rence seaway project, and his colleague, Representative Henry 
Arens, of Minnesota, spoke of “a fly in the ointment” and “dog & way 
in-the-manger” attitude of opponents of the St. Lawrence project Ht? 


in which Minnesota, said the two congressmen, had a great Me irc 
interest, Sta 


The disagreeable question as to paying for the flotilla that , 
will sweep down from Lake Michigan to the gulf was raised - 
by Representative Montet, of Louisiana. He took the position 192 
that whatever cost there was it should be borne by those par Or 
ticipating and not by the federal government. It did not appear 
that he had much support. 

In opening the conference Mr. Reid said the celebration M 
would begin at Chicago and run for about two weeks—the flotilla at 
to leave Chicago and gain momentum and size as it came to 
deeper waters. The purpose of the conference, he said, was to of 
arrange for the accommodation of congressmen who wished to 
participate. There will be pageants in the principal cities along n 
the waterway and speeches, etc. tl 

Major General Brown, chief of engineers of the U. S. army, , 
called on by Mr. Reid, told of the work on the Illinois waterway 0 
and of virtual completion of the work so far as the channel was 
concerned. Using the words of Mr. Arens, “the fly in the oint- 
ment” in that regard are the bridges over the upper stretches 
of the Illinois waterway that prevent the passage of large ves t 
sels and the fact that at Chicago there is not now an adequate 
terminal and probably will not be for several years, according 
to General Brown, The inference was drawn from what General 
Brown said that because of the obstacles caused by the low 
bridges and lack of terminal facilities at Chicago waterway 
traffic on the lakes-to-gulf waterway between Chicago and lower 
ports could not amount to much for several years. The general 
said the city of Chicago had spent $70,000,000 on the drainage 
canal—part of the waterway—that the state of Illinois had spent 
$20,000,000, and the federal government, which took over the 
project about two years ago, $7,500,000. 

General Brown said the low bridges could not be eliminated 
by the middle of June and that the start from Chicago would 
have to be made in small vessels and a change made to larger 
vessels, possibly at Lockport. 

As to use of vessels of the army engineers for the celebra- 
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, General Brown said it was against the rules to use the 
sels for such purposes and that the Secretary of War would 
ye to make an exception if the vessels were to be used for 
, congressmen. Asked what it would cost to operate one of 
, engineer vessels the general said from $75 to $100 a day. 
, said the engineers had enough boats for the celebration if 
, secretary of War would permit their use. 

Before the waterway could be used with full effect, said 
eral Brown, a port at Chicago would have to be created in 
ie Calumet region and he added that Congress had authorized 
thing so far with respect to that. The highway traffic was so 
savy over the bridges over the Chicago River, he said, that 
would not be practicable to bring many vessels up that far. 

Mr. Reid announced that President Roosevelt might be able 
» attend the official opening. 

Speaker Rainey told of his battle for the lakes-to-gulf wa- 
sway, extending from 1904, Now, he added, his dreams were 
nut to be realized if the St. Lawrence treaty could be de- 
rated and that the fight would be won if a sufficient number 
~ senators could be persuaded to vote against the treaty. It 
vag these remarks that aroused doubt in the minds of Magnus 
Mohnson and Henry Arens as to whether they wished to join 
n the lakes-to-gulf celebration. Mr. Reid attempted to smooth 
hings over by giving assurance that all that was desired was 
suficient water from Lake Michigan for the lakes-to-gulf water- 
vay and that if that were obtained, there would be no opposi- 
jon to the seaway treaty. 

Mr. Rainey said consent would have to be obtained from 
eneral Brown’s superior officer for use of the government ves- 
sels for the celebration. : 

“We'll get the use of those ships or we’ll know the reason 
why,” said he. 

The following resolutions were adopted by the conference: 


Whereas, the completion of the lakes-to-the-gulf waterway is 
the realization of the dream of generations to connect cities on the 
Great Lakes by water with the Gulf of Mexico and ocean transporta- 
tion, giving access to the markets of the world to the producers of 
the great inland empire of the mid-west; and 

Whereas, now for the first time the Great Lakes are connected 
by water with the great cities in the interior of the United States, 
Pittsburgh, Cincinnati, Louisville, St. Paul, Minneapolis, Kansas 
a Memphis, St. Louis, Vicksburg, Baton Rouge and New Orleans; 
an 

Whereas, the official opening of this great all-water highway, 
1,230 miles in length, which will extend the benefits of low cost water 
transportation to new markets, rich industrial centers and fertile 
agricultural communities, offers an excellent opportunity to reawaken 
the nation’s interest in its inland waterways; and 

Whereas, the completion of this great waterway is another evi- 
dence of the engineering skill, outstanding ability, and unquestioned 
integrity of the corps of engineers of the United States army under 
whose direction the work has been prosecuted; and 

Whereas, it is proposed that the official opening of the water- 
way be celebrated in a manner which will afford an opportunity 
to the residents of the territory to be served thereby to express 
their interest in and appreciation for this additional transportation 
facility which has been provided by the government of the United 
States; and 
_ Whereas, it is desirable that celebrations be held in the prin- 
cipal cities along the waterway from Chicago to New Orleans, be- 
sinning with an opening ceremony in Chicago on or about June 15, 
1933, with vessels moving from that city down the waterway to New 
Orleans, being joined by other boats moving in from the tributaries 
bo pageants to be held in the prinicipal cities along the waterway; 


: Whereas, it is desirable that the governors of the states in the 
Mississippi Valley, the senators and representatives from those states, 
and other national, state, city and public officials, as well as all 
citizens, shall participate in the celebration; 

Now, therefore, be it resolved, by the senators and representatives 
of the states in the Mississippi Valley here assmbled, that we join 
with the war department and other public and civic organizations 
in the official opening of the lakes-to-the-gulf waterway under the 
name ‘‘Members of Congress Committee on Dedication of Lakes-to- 
the-Gulf Waterway;” and 

Be it further resolved, that we call upon the governors of the 
states in the Mississippi Valley and all national, state, city and public 
Officials, as well as all public spirited citizens, to participate therein. 


A number of sub-committees were appointed. 

Representative Reid, of Illinois, and other congressmen in- 
terested in the lakes-to-gulf waterway, invited President Roose- 
Velt to attend the opening of the waterway at Chicago in June. 
It was stated that the President said he would attend if he 


Went to Chicago to attend the opening of the Century of Prog- 
Tess fair. 


SHIP LOANS FOR WHALERS 
. Objection by Senators Clark, of Missouri, and King, of Utah, 
mee consideration in the Senate of S. J. Res. 15 extending 
0 the whaling industry the benefits of the loan provisions of 
the merchant marine acts. 


BARGE LINE COTTON 
Protests by cotton manufacturers and Tennessee, Arkansas 


and Mississippi cotton exchanges and cotton associations have 
caused General Ashburn to give them assurances that reduced 
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rates on cotton via the government barge line, intended to have 
been put into effect May 1, will not be made effective on less 
than thirty days’ notice. Rates of 60 cents a bale on compressed 
and 75 cents on uncompressed cotton from Caruthersville, 
Mo., Memphis, Tenn., and Helena, Ark., to New Orleans, were 
represented by the protestants as being ruinous to interior cot- 
ton interests and unduly preferential of New Orleans. Post- 
ponement was promised by General Ashburn on representations 
made by the cotton interests and Senators Harrison, of Missis- 
sippi, McKellar and Bachman, of Tennessee, and Reynolds, of 
North Carolina. 


ST. LAWRENCE SEAWAY TREATY 

A minority report on the St. Lawrence seaway treaty has 
been submitted to the Senate by Senator Lewis, of Illinois, set- 
ting forth the objections to the treaty because of the water 
diversion provisions. A congressional delegation headed by 
Senators LaFollette, Vandenberg and Shipstead called on the 
President May 3 and later indicated that the President favored 
action on the treaty at this session. 


UPPER MISSISSIPPI PROJECT 
Representative Biermann, of Iowa, has introduced H. R. 
5396, a bill to discontinue the prosecution of the project for 
a 9-foot channel depth in the upper Mississippi River. 





CHICAGO TRAFFIC COUNCIL 


Two bills before the Illinois legislature proposing drastic 
limitations on the size and weight of highway vehicles were 
unqualifiedly disapproved by the Industrial Traffic Council of 
the Chicago Association of Commerce at its monthly meeting 
May 3. The bills are H. B. 498 and S. B. 316. The former 
would limit the gross weight of four-wheel vehicles permitted 
to operate on the highways to 15,000 pounds, while the latter 
would place a limitation of 20,000 pounds. The present limita- 
tion is 24,000 pounds. House bill 498 would reduce the maxi- 
mum length to 25 feet, as against the existing limitation of 35 
feet applying to a single vehicle, and the senate bill proposes 
a limitation on the length of single vehicles of 26% feet. 
Corresponding reductions in other dimensions of vehicles per- 
mitted to operate on the highways of the state are proposed. 

In approving the report of the highway committee, which 
condemned both bills, members of the Council expressed the 
opinion that the provisions contained in the bills were neces- 
sary neither to protect and conserve the highways nor for 
safety of operation. 

Considerable time was given to discussion of proposed 
legislation to establish a federal railroad coordinator and the 
chairman of the council, J. S. Brown, Chicago Board of Trade, 
received authority to appoint a committee of five to watch 
developments in that connection and to cooperate with a co- 
ordinator or coordinating committee, if appointed as a result 
of legislation. 

A special meeting was set for May 5 to give consideration 
to a bill pending in the Illinois legislature intended to provide 
for comprehensive regulation of common carrier and contract 
carrier highway services. 


FARM PRODUCTS BY TRUCK 


Motor-trucked receipts of fruits and vegetables in eight 
markets last year—Boston, New York, Philadelphia, Kansas 
City, Denver, Salt Lake City, San Francisco, and Los Angeles 
—were equivalent to 158,000 carloads as compared with 136,000 
carloads in 1931, according to figures compiled by the Bureau 
of Agricultural Economics, U. S. Department of Agriculture. 

The trucked receipts last year were approximately 37 per 
cent of the unloads of rail, boat and truck shipments combined, 
and in the preceding year 31 per cent. The bureau says there 
is some movement by truck direct to retailers and consumers, 
for which reports are not available, in addition to the reported 
truck receipts at central markets. 

Motor truck unloads in Philadelphia in 1932 were equivalent 
to nearly 30,000 cars as contrasted with 42,000 cars hauled by 
rail and boat. In New York City, truck unloads of 53,000 cars 
were about 26 per cent of the domestic supply; in Boston, 23 
per cent, and in Los Angeles, 77 per cent. 

The bureau estimates that 41 per cent of the 1932 potato 
crop of the intermediate and late crop states marketed up to 
January 1 this year was hauled to consuming markets by motor 
truck. In Delaware and the Eastern Shore section of Mary- 
land and Virginia last year, about 84 per cent of the cantaloupe 
shipments, and 77 per cent of the strawberry shipments went 
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to market by truck. There is also a large redistribution by 
trucks operating out of large markets to surrounding territory. 

The bureau finds that considerable quantities of fruits and 
some vegetables are trucked 500 miles or more to market, but 
that most of the truck movement is within a radius of 100 to 
150 miles. Last year, 89 per cent of the New York City truck 
receipts came from New York state and adjacent states; 90 
per cent of the Philadelphia truck receipts came from Penn- 
Sylvania and adjacent states. 

The bureau’s market news representatives in leading con- 
suming markets are generally of the opinion that use of motor 
trucks has resulted in the sale of a larger proportion of low- 
grade and cull fruits and vegetables than heretofore, but that 
many of the trucked receipts of some of the highly perishable 
commodities—berries, peaches, and sweet corn—arrive on the 
markets in fresher and better condition than before the truck 
came into use. 

It is stated that growers frequently obtain from truckers 
higher prices than are offered by car-lot shippers. In sales to 
truckers the grower has no expense of delivery to a shipping 
station, and often a minimum of packing costs. Truckers fre- 
quently buy a grower’s entire crop, including the poorer quality 
stock and lower grades, and this, says the bureau, may provide 
greater total returns in so far as the poorer stock finds new 
market outlets and does not compete with the better grades on 
the markets. Trucking encourages a cash market at the farm 
and the marketing risk has been shifted,-in many instances, 
from the grower to the buyer. 

The bureau finds, however, that trucking has tended to 
place marketing control in the hands of numerous peddlers who 
may be poorly informed and relatively inexperienced in market- 
ing, and that this may have a tendency to weaken the general 
price situation. Unregulated truck receipts have an unsettling 
influence on market prices, at times, but the bureau says that 
“a comparison of changes in market price and supply in recent 
years with those of a decade ago for strawberries and peaches 
in four leading markets, indicates that on the average this 
unsettling influence has not been of much significance.” 


TRUCK VS. RAIL TONNAGE 


«& subscriber—traffic manager of a large industry—who does 
not wish his name or the name of his industry mentioned, 
commenting on the editorial in the April 29 Traffic World, 
“Those Wonderful Figures,’ sends the following exhibit show- 
ing his firm’s shipments of a heavy loading commodity by rail 
and truck: 


Statement showing comparison of rail vs. truck tonnage during 
years 1931-1932 and first three months of 1933. Surcharge became 
effective January 4, 1932. Figures in net tons. 




















1931 1932. 1933 
Month Rail Truck Total Rail Truck Total Rail Truck Total 
January .. 15,062 430 15,492 6,027 2,288 8,315 9,072 3,987 13,059 
97% 3% zy 72% 28% 69% 31% 
February 20,988 610 21,598 4,946 2,447 7,393 17,482 6,177 13,659 
97% 3% 67% 33% 54% 46% 
March 18,360 358 18,718 4,578 2,106 6,684 4,743 5,037 9,780 
98% 2% 68% 32% 48% 62% 
ME inane 12,470 602 12,972 2,191 1,275 3,466 
95% 4% 63% 37% 
May .....-- 11,287 685 11,772 1,820 1,105 2,925 
95% 5% 62% 38% 
June 6,002 455 6,457 1,787 1,261 3,048 
93% 7% 59% 1% 
July ....... 6,007 229 5,286 1,896 986 2,382 
96% 4% 59% 41% 
August 4,388 339 4,727 1,215 794 2,009 
93% 7% 60% 40% 
September. 5,212 369 5,581 1,330 727 2,057 
93% 7% 65% 35% 
October ... 6,196 1,276 7,472 3,558 1,384 4,942 
83% 17% 72% 28% 
November . 5,236 746 5,982 3,562 972 4,534 
88 12% 79% 21% 
December . 10,577 1,535 12,112 6,406 2,562 8,968 
87% 13% 71% 29% 
120,735 7,384 128,119 38,816 17,907 56,723 21,297 15,201 36,498 
94% 6% 68% 32% 58% 42% 


MOTOR VEHICLE REGULATION 


“Oregon has enacted a law, to become effective on July 1, 
1933, providing for the regulation of common, contract, private 
and special carriers of passengers or property by motor vehicle 
by the commissioner of public utilities,” says John E. Benton, 
general solicitor of the National Association of Railroad and 
Utilities Commissioners. “A ‘special carrier’ is one engaged 
in logging operations. All carriers are required to obtain per- 
mits. Common and contract carriers are subjected to regula- 
tion as to their rates, accounts, service, schedules, and safety 
of operation; and all carriers as to hours of service and insur- 
ance. The law provides that it shall apply to interstate and 
foreign commerce except as may be in conflict with federal 
law. Permits to such carriers are to be issued as a matter of 
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course, upon application. To defray the cost of regylys, 
every applicant for a permit must pay a fee of $5 for os 
vehicle, and such amount annually thereafter. In additig, 
ton-mile tax, with a specified minimum, is assessed agains 
common, contract and private carriers, and against gpeiy 
carriers a fee produced by multiplying the combined weigy J 
the vehicle by 45 cents per hundred pounds. A ‘superintenges 
of transportation,’ under the supervision of the COM Missiong 
will have charge of the administration of the act.” ’ 













HALF BILLION IN GAS TAXES IN 1932 


State gasoline and motor fuel taxes and licenses for the 
sale of gasoline yielded a total revenue of more than $514,000 
in 1932, according to reports collected from state authoritix 
by the Bureau of Public Roads, U. S. Department of Agricultuy, 
More than 14 billion gallons furnished power for motor vehicy 
The tax was at an average rate of 3.6 cents a gallon. Consum 
tion of gasoline declined 7.5 per cent from the previous yey 
Delaware and Maryland were the only states reporting increase 
consumption. 

The total revenue was allocated as follows: To state high 
ways, $301,788,231; to local roads, $94,073,954; to state an 
county road bond payments, $50,726,362; to city streets, $1. 
776,050; to costs of collection and administration, $2,832): 
and to other than highway purposes, $47,941,483. 


RAILS TO HAUL FOREST ARMY MEN 


Because they offered transportation at lower prices tha 
tendered by bus operators, the railroads of the country are t 
have the business of hauling the men comprising the Civilian 
Conservation Corps, otherwise known as the reforestration army, 
to and from the work areas. An agreement has been made t 
that effect between the War Department and the passenger tra- 
fic associations of the railroads. 

About 250,000 men, it is estimated, will be carried to ani 
from the work areas. They are to be transported in coaches, 
The amount of money involved, it is believed, will run fron 
$10,000,000 to $15,000,000. 

Bids were invited by the quartermaster-general of the army 
from the railroads and the National Association of Motor Bu 
Operators. The quartermaster-general, it was said, was sur 
prised to find that the bids of the bus operators, when made to 
cover the probable movements of men, were higher than the 
tenders of the railroads. 

Railroads east of the Mississippi River bid two cents a mile 
on movements of parties up to 99 men and 1.8 cents a mile for 
100 or more. Railroads west of the Mississippi bid 1.25 cents 
and one cent a mile, respectively, on the same numerical bases. 

The quartermaster-general’s office deemed that the railroad 
propositions were preferable, not only because the basic rates 
were generally lower than those submitted by the bus lines, but 
because the rail transportation rates were to apply without a 
maximum as to the number to be transported as was the bus 
operators’ offer. It was necessary for the bus operators to state 
maxima because as a rule the capacity of a bus was limited to 
30 passengers. A full company of forest men would be composed 
of 215 workers, one army officer, and five regular army men, a 
total of 221, not a multiple of 30, the capacity of a bus. The 
bus companies proposed to assess full fare for any passengers 
in a party in excess of thirty or multiples thereof. That is to 
say if a party consisted of thirty-one passengers, the reduced 
fare would be charged on the thirty and the full fare on the 
other one. 

The bus offer was 1.7 cents a passenger-mile in regular 
equipment over regular routes. For special busses the rates 
quoted were 62.5 cents a passenger-mile over hard roads and 7) 
cents over gravel or dirt roads on the basis of 30 passengers to 
the bus. 

The railroads agreed to arrange for transportation beyond 
the rail heads at reasonable charges if they were furnished with 
detailed information in time to permit them to make such ar 
rangements in advance of movements. 


INTEREST IN SECURITIES 


Senator Frazier, of North Dakota, has introduced a joint 
resolution, S. J. Res. 46, requiring members of Congress and 
government employes receiving $3,000 a year or more to report 
to the Federal Trade Commission, not later than May 31, the 
amount of their investments in the securities of industrial, rail 
road, mining, banking, shipping, oil, and other corporations, 
firms and partnerships; the interest the wife of a member of 
Congress or government employe has in such things; and the 
name and address of the chief office of each concerp in which a1 
interest is held, and the names of the executive officers of col 
cerns for which the member or employe has been an attorney 
or employe in the last two years. 
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may offer a puzzling bracing problem 












AUME UNIT-LVAD 


for Bracing Carload Freight 





NY kind of lading —even the worst conglomeration of 
; various sizes and shapes of packages, is easy to brace by 
: this modern steel band method. No load is too light, or too 
/ heavy, or too different, to be strapped in a jiffy with Acme 
Unit-Load. It’s as flexible and handy as a ball of twine. 




















This twenty - four page booklet 


Write for print showing how the above bracing puzzle was shows how to brace 123 different 
3 kinds of products with steel 
: solved by the Acme Unit-Load System, together with full par- bands, at savings from $2.00 to 
‘ . . * $45.00 a car. A copy is yours 
| ticulars of savings effected. Of course there is no obligation. for the asking. 


ACME STEEL COMPANY 
Ea 









General Offices: 2837 Archer Avenue, Chicago 





Branches and Sales Offices in Principal Cities 
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Questions and Answers 


N this column will be answered questions of both legal and practical 

mature that confront persons dealing with traffic. A specialist on inter- 

state commerce law, who is a member of our legal department, will give 
his opinion in answer to any simple question relating to the law of interstate 
transportation of freight. tra man of jong experience and wide knowl- 
edge will answer questions a. - practical traffic a" We dé not 
desire te take the place of the tra man but to hel in his work. 

The right is reserved to refuse to answer in this column any question, 
legal or tra that it may ap te us unwise to answer or that involves a 
situation too lex for the d of investigation herein contemplated. If a 
more comprehensive answer to a question is ired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 

Ne attention will be paid te anonymous communications or questions 


from non 
Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 





Tariff Interpretation—Application of Rule 10 in Connection With 
Commodities Loaded in Compartment Tank Cars 


Ohio.—Question: Under date of March 4, 1932, there was 
shipped to us at A, Ohio, from B, West Virginia, a three com- 
partment tank car, each compartment loaded with a different 
material. 

The Tank Car Registers list this car as follows: 


Compartment A—2,559 gallon capacity 

Compartment B—2,553 gallon capacity 

Compartment C—2,575 gallon capacity—Total tank car capacity 
7,687 gallons for the shell. 


The consignor has shown the following information on the 
bill of lading. 


Compartment A containing 2,500 gallons, 18,805 pounds 

Compartment B containing 2,500 gallons, 21,008 pounds 

Compartment C containing 1,500 gallons, 16,120 pounds, 
55,933 pounds. 


total 


Laboratory tests show the following net weights per gallon 
of the material at 60 degrees Fahrenheit: Compartment A—7.3; 
compartment B—8.11; compartment C-10.46. 

The scale weight as shown on the freight bill is as follows: 
Gross—101,600 pounds; tare—45,700 pounds; net—55,900 pounds. 

The consignor billed this shipment as one compartment 
tank car listing the three various materials, which incidentally 
are all rated fifth class carload, and in the weight column has 
shown 79,945 pounds, based on a weight per gallon of 10.4 pounds 
times the shell capacity of car in accordance with rule 35. 


We call your attention to the fact that the heaviest weighted 
material was used to arrive at the minimum weight of this 
car, evidently on the assumption that shipment moved under 
Rule 10 as a mixed carload. 


Freight charges were assessed on the basis of 79,945 pounds 
at the fifth class rate. The compartment tank car is a compara- 
tively new piece of equipment and it is our contention that the 
method used in arriving at the minimum weight is in error. 

While the shipment actually moved as a mixed carload, 
we do not believe that Rule 10 was ever intended for such ship- 
ments in tank cars; and in so far as Section 2 of Rule 35 is 
concerned we believe this to apply on tank car shipments of 
one commodity only. 

We believe that the proper method to arrive at the car- 
load minimum weight on this shipment would be to compute 
the full compartment gallonage times the weight per gallon 
of the articles loaded in the compartment and the minimum 
weight on the car would, therefore, be the total weight obtained 
by such computation on the three compartments in the tank car. 

We have not, however, been successful in finding a ruling to 
substantiate our contention and in direct contrast to our ideas 
is the fact that on subsequent shipments of similar material 
where the consignor has not provided the weight on the bill 
of lading, freight charges have been assessed on the actual 
scale weight. 

Your comments on this proposition will indeed be greatly 
appreciated. 

Answer: We have been unable to locate a decision of the 
Commission in which there has been a consideration of whether 
Rule 10 applies in connection with commodities loaded in a 
compartment tank car, nor have we been able to locate a 
decision relating to the question of whether Section 2, of Rule 
35, is applicable in connection with compartment tank cars. 

If Rule 10 is applicable, and there is no exception therein 
to its application to such a shipment, it would appear the 
charges should be based on the full gallonage capacity of the 
tank at the weight per gallon of the article having the greatest 
weight per gallon, that is, the article loaded in Compartment C. 
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Tariff Interpretation—Minimum Weight—Duty of Carrie 
Furnish Size Car Ordered 


Texas.—Question: On December 14, 1932, we billed ,, 
load of gravel from a point in Texas to Shreveport, Louisis, 
and the movement was confined to one railroad. We orders 
car of 80,000 pounds capacity for this movement, but the , 
riers, for their own convenience, furnished a car of 1(9j 
pounds capacity in lieu thereof and notation to that of 
appears on the bill of lading and freight bills. Freight chap 
have been assessed on a basis of 90 per cent of the capac 
of the car used, or 90,000 pounds. Had they furnished Car 
the capacity ordered charges would have been on the basis 
72,000 pounds, which is the minimum weight for a car Ordered; 
(See Item 15, Southwestern Lines’ Tariff No. 162-E, I. ¢. ¢ No 
2432.) 

There is an excess supply of the equipment in which Bravel 
moves of any capacity on the X Y Z Railroad and other ling 
near our plant. They could have furnished the car ordered With 
very little or no trouble to them but they elected to furnish 
a car of greater capacity. The result of this handling is 
have been penalized for the difference in freight Charges, 
Please publish your opinion, together with reference to any 
Interstate Commerce Commission and court decisions on thi 
point. 

Answer: Where a flat minimum weight is publisheg 
connection with a rate on a given commodity there is no righ 
on the part of the shipper to order, and no obligation on th 
part of a carrier to furnish a car of the size ordered, its ony 
duty being to furnish a car that can be loaded to the minim 
weight. See California Cotton Mills Company vs. Southen 
Railway Co., 74 I. C. C. 747; Tull & Gibbs vs. C. & N. W. Ry. 
Co., 55 I. C. C. 17. In the latter case the Commission said: 


Where there is a uniform minimum for cars of all length, the 
carrier is not required to furnish a car of any specified length, but 
is under the duty of establishing a minimum weight that can 
reasonably loaded into a car of the size furnished. 


In General Chemical Co. vs. N. & W. Ry. Co. 15 1.C¢ 
349, the Commission held that a tariff naming a rate per tu 
on a commodity and providing that the minimum carload weight 
should be the marked capacity of the car gives the shipper 
the right to demand any car of recognized standard dimensions 
suitable for the carriage of that commodity; that if, upon 
reasonable demand the carrier cannot supply a car of the par 
ticular size ordered, it is its duty, nevertheless, to accept the 
shipment and move it in any available car or cars, applying 
the rate on the basis of the marked capacity of the car ordered, 

The Commission said that the rate published amounted in 
substance to an offer to the shipping public by the three carriers 
forming the through route and naming the joint through rate 
to transport sulphide of iron between the points in question 
in any car of recognized standard dimensions or capacity that 
the shipper may demand if suitable for the carriage of the 
commodity that he has ready for shipment; that this offer 
the law requires the carrier from every point of view to make 
good; and if a car of a particular standard size or capacity 
car is not available upon the reasonable demand of a shipper 
for a car of that size, it is the duty of the carriers nevertheless 
to accept, and carry the shipment in any car or cars that are 
available for the movement, assessing the charges on the basis 
of the marked capacity of a-car of the dimensions or capacity 
demanded. 

Twenty-Eight Hour Law 


Virginia—Question: At page 745, The Traffic World, April 
15, 1933, your answer to “Iowa” respecting the twenty-eight 
hour law, you apparently overlooked the proviso in the third 
section of the Twenty-Eight Hour Law, 45 USCA 73, as it would 
seem that the question indicates that the shipments come With 
in that proviso. Of course, notwithstanding this proviso, it 
would be incumbent upon the carrier to see that the horses 
did have proper food and water and that there was space and 
opportunity to rest. 


A case involving this question is now pending before the 
Circuit Court of Appeals for the Fourth Circuit, having bee! 
argued on April 13th. 

Answer: The proviso to which you refer states that whel 
animals are carried in cars, boats, or other vessels in which 
they can and do have proper food, water, space, and opportunity 
to rest, the provisions in regard to their being unloaded shall 
not apply. : 

In Chicago, ete., R. Co. vs. United States, 195 Fed. 241, it 
was held that it is not indispensable to a recovery of the penalty 
under this statute that the government should negative the 
excuse embodied in the proviso of this section; that that excuse 
is a Separate topic, a defense, and the burden is on the d¢ 
fendant to establish it; that it is that the animals can and 
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do have proper food, water, space, and opportunity to rest 
in the cars which transport them; that the fact that their 
owner or caretaker, who accompanies them, agreed to care 
for, feed, and water them on their way, and water with which 
he might have performed his agreement was easily accessible 
to him, are not sufficient to establish this excuse, where the 
animals are knowingly and willingly confined more than twenty- 
eight hours and they do not actually receive proper food, or 
water, or space and opportunity to rest. 

Under the decision in the above case the burden is upon 
the carrier to see that the animals receive proper food, water 
and rest, regardless of an undertaking by the shipper to do 
so, and in all probability it would be held that a like burden 
is on the carrier regardless of the statements of the shipper 
that the conditions of the statute had been met. Necessarily 
the actual facts in the instant case will determine whether 
the carrier was justified in feeding and handling the horse in 
transit, notwithstanding the statements of the shipper. The 
statute provides that the expense thereof, when performed by 
the carrier, is chargeable to the shipper but if the feeding 
and handling of the horse by the carrier was not required either 
by the facts in the case or by tariff authority, recovery thereof 
can, in our opinion, be had by the shipper. 


Demurrage—Frozen Shipments 


Minnesota.—Question: B. T. Jones’ Freight Tariff No. 4-M, 
demurrage tariff, Rule 8, naming causes under which demurrage 
charges ean be canceled or refunded, Section A, Weather Inter- 
ference, Paragraph 2, reads: 


When at time of actual placement lading is frozen so as to re- 
quire heating, thawing or loosening to unload, the free time allowed 
shall be extended 48 hours, making a total of 96 hours’ free time, 
provided the consignee shall, within 48 hours after actual placement, 
serve upon this railroad agent a written statement that the lading 
was in such frozen condition at time of actual placement. 


We would like to have your opinion relative to the possi- 
bility of petroleum products shipped in tank cars being covered 
by this rule. During the winter months heavy oils such as 
domestic fuel oils become so congealed as to make it impos- 
sible to unload without application of heat. 

Will you please advise if, in your opinion, oils such as burn- 
ing oils, could be so handled as to obtain additional unloading 
time account cold weather? 


Answer: The provisions of Section A-2 of the Demurrage 
Tariff, Agent B. T. Jones’ I. C. C. 2525, contain no exception to 
the application thereof to shipments of petroleum products 
loaded in tank cars. It would, therefore, appear to be appli- 
cable to such shipments. 


Tariff Interpretation—Compliance With Tariff Provisions by 
Shipper 


Tennessee.—Question: With reference to your reply, under 
the above caption, to ‘““‘Washington,” on page 747, of your issue 
of April 15th, did you not overlook the note at the conclusion 
of Section 8 of current Consolidated Freight Classification, Rule 
41, which reads: 


Where through error of the shipper the foregoing certification is 
omitted from bill of lading and shipping order, the carriers upon 
substantial proof that the containers complied in all respects with 
the provisions of Rule 41 will refund and remit penalty under the 
provisions of Section 1. 


From the language of the question and answer, I take it 
that the only violation of Rule 41 was the omission by the 
shipper of the statement that the “fibreboard packages used 
in the shipment conform to C. F. C. Rule 41” and if that be 
true, the cure is provided for that omission. 

Answer: We did not overlook the provision you quote, 
which provides for the waiver of the penalty charge where 
proper proof is made that the containers complied with the 
classification provisions. 


Tariff Interpretation—Storage—Free Time on Returned Ship- 
ment 


Illinois —Question: Referring to your answer to “Wiscon- 
sin,” under the above caption, appearing on page 560, of the 
Traffic World of March 18, 1933. 

You hold the opinion that 48 hours’ free time should be 
allowed on the shipment in question, which was not removed 
from railroad premises but was reshipped to another point. 

While the Interstate Commerce Commission has not passed 
upon this question in connection with less-than-carload storage 
charges, the decision of the Commission in Chestnutt Lumber 
Co. vs. Director General, 89 I. C. C. 236, a demurrage case, does 
decide the principle involved. The Commission held that an 
allowance of 24 hours’ free time was proper on reshipments. 
Demurrage Rule 2, Section A, authorizes 48 hours’ free time 
for unloading all commodities and it apparently was the in- 
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tention to unload these cars when the complainant haq the 
placed. Storage Rule 3, Section A, paragraph 1, Provides 
hours’ free time for removal of inbound freight from cay, 
railroad premises and it must be inferred that such remo 
was intended when the less-than-carload shipment in queg 
was made. Demurrage Rule 2, Section B, paragraph 1, proyy 
24 hours’ free time when cars are held for reconsignme 
diversion or reshipment. Storage Rule 3, Section B, provig 
24 hours’ free time on less-than-carload freight held for reghj 
ment. ; 

While there is a slight difference in the wording of 
demurrage and storage rules, there is not sufficient difference 
the structure of the rules to justify application of one Dri 
ciple in one case and a different principle in a different ¢ 
when the handling is substantially the same and it is @e 
to us that the storage tariff authorizes only 24 hours’ frp 
time on the shipment here in question. 

In your answer to “Illinois,” on page 1000, of the Trafe 
World for October 19, 1929, you state that you “cannot see thay 
the consignor is not entitled to the benefit of the free time fo 
delivery of a shipment to the same extent as the consignee; 
There is no distinction whatever as between the consignor op 
consignee in the free time rule or in its application by th 
carriers. If the consignor calls at the station and remove 
the shipment from railroad premises, he is entitled to the same 
free time and would be given the same free time that woul 
have been enjoyed by the consignee, and, on the contrary, jf 
the consignee calls at the station, accepts a shipment and re 
ships it to another point without removing it from railroad 
premises, he would be entitled to the same 24 hours’ free time 
for reshipment that would be allowable to the consignor. 

Since your answer to “Wisconsin” is contrary to the pro 
visions of the tariff and to the application thereof made by 
the carriers throughout the United States, would request that 
you kindly give further consideration to the provisions of the 
tariff above referred to. 

Answer: Section B-2 of the Storage Tariff, Agent B. T 
Jones’ I. C. C. 2558, provides that twenty-four hours’ (one day) 
free time will be allowed on less-than-carload freight held for 
reshipment. 

The facts in the case to which you refer are similar jn 
certain respects to those in the instant case. There is the 
difference, however, that the facts in the Chestnutt Lumber 
Company case show that the purpose of the consignee was at all 
times to reship the cars which were placed on his siding, while 
in the instant case there was a tender of delivery and refusal of 
the shipment, followed by a disposition of the shipment. 

The storage tariff, unlike the demurrage tariff, contains 
no definition of the term “reshipment.” 

The facts in the instant case are more similar to those in 
Hollingshead Co. vs. N. Y. C. R. R. Co., 73 I. C. C. 640, and 
therefore, in the absence of a decision by the Commission we 
accept the construction you place upon the provision of the 
storage tariff in question. 


Routing and Misrouting—Conflict Between Rate and Route 


Illinois —Question: Would be pleased to have you advise 
the recent ruling by the Interstate Commerce Commission, oF 
the Federal Court, wherein a complaint or suit was instituted. 
A rate was inserted on a bill of lading but did not apply via the 
route the shipment moved, although the rate could have been 
protected on a route via another destination carrier, the origin 
being on another line. 

We have a recollection of a similar case wherein we be 
lieve you have cited the ruling of the Interstate Commerce 
Commission in the Nebraska Bridge & Supply Co. vs. C. N. 0. 
& T. P. R. R. Co., 136 I. C. C. 146. However, we believe this 
ruling was some time in 1927, and we have been informed that 
the United States District Court of Ohio, in Eastern Law Divi- 
sion No. 16696, The Wheeling and Lake Erie vs. The Standard 
Envelope Manufacturing Co., in which it was brought out that 
if the initial carrier’s agent made a mistake, or carelessly pel 
mitted the wrong rate to be stated in the bills of lading for 
the route of shipment, the carriers were not bound thereby 
and the rate via the route of the shipment would apply. 


Answer: In the decision of the court to which you refer, 
W. & L. E. Ry. Co. vs. Standard Envelope Mfg. Co., 2 F. Supp. 
637, it is, in effect, held that when a shipment is tendered to 
a carrier on a bill of lading specifying routing and also naming 
a rate which is applicable in connection with the originating 
carrier but is inconsistent with the routing specified, there 18 
no duty on the part of the initial carrier to ascertain from the 
shipper whether the routing specified should be observed oF 
whether the shipment should be forwarded via the route tak 
ing the rate named, which duty the Commission has, in numer 
ous cases, held to devolve upon the initial carrier, and failure 
to do which constitutes misrouting on the part of a carriet. 
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See Altitude Petroleum Company vs. F. W. & D. C. Co., 118 
I. C. C. 572. 

The decision in this case is a memorandum decision by 
the court and does not set forth the facts in detail. However, 
the facts are similar to those covered by the decision of the 
Commission in the Altitude Petroleum Company case, cited 
above. 


Personal Notes 


N. W. Van Wyck, freight traffic manager of the Canada 
Steamship Lines, Ltd., at Montreal, announces the appointment 
of W. Rowland as general agent, freight department, at New 
York. 

Walter M. Kesler has been appointed manager of the gen- 
eral freight department of the W. L. Richeson and Sons freight 
forwarding agency, at New Orleans. Mr. Kesler was chief clerk 
of the New Orleans office of the American Overseas Forwarding 
Company for thirteen years. 

W. B. Storey resigned as president of the Santa Fe at a 
meeting of the board of directors of that road in New York 
May 2. He will continue as a member of the board and execu- 
tive committee. He is seventy-six years old. A resolution was 
adopted by the board expressing its appreciation of “long and 
invaluable service to the company.” Mr. Storey is succeeded 
by S. T. Bledsoe, formerly general counsel, who will move his 
headquarters from New York to Chicago. E. E. McInnes, gen- 
eral solicitor, was elected general counsel, and Charles H. 
Woods, general attorney, was elected general solicitor. 

C.:E. Warner, executive secretary, Midwest Coal Traffic 
Bureau, died at his home in Kansas City April 27. He was a 
member of the Traffic Club of Kansas City. 

F. A. Godat has been appointed freight traffic representa- 
tive, Alton and Southern, at New Orleans, succeeding George 
W. Way, who died. M. J. Flynn hag been appointed freight 
traffic representative at Mobile, Ala., a newly created position. 

The Missouri Public Service Commission has let out forty- 
two employes and reduced salaries generally as a consequence 
of a decreased appropriation. John Caskie Collet, chairman, 
stated that the changes would not interfere with appraisal and 
audit work which the commission has in progress or imme- 
diately planned, but may affect plans for next year. George C. 
Murrel, assistant chief counsel, and David P. Janes, secretary, 
will: retire May 15. Ed Austin, in charge of the bus and truck 
division, and H. H. Hoff, his attorney, are included among those 
let out. E. F. Johnson will take over Mr. Austin’s work in the 
bus and truck division. 

Thomas P. Healy has been appointed general solicitor, New 
York Central, with headquarters in New York. The position 
of associate general solicitor, formerly held by Mr. Healy, 
has been abolished. 

Will S. Smith has been named traffic manager of American 
Airways, at Birmingham, Ala., succeeding Preston Oliver, who 
will return to Dallas, Tex. 

W. M. King, acting assistant traffic manager for the South- 
ern Railway System, in Birmingham, Ala., since April, 1932, 
has been appointed assistant traffic manager. 


Doings of the Traffic Clubs 


T. T. Harkrader, traffic director, American Tobacco Com- 
pany, New York, was the principal speaker at a meeting of the 
Woman’s Traffic Club of Chicago the evening of May 1. He 
talked about women in business. Remarks were also made by 
Henry A. Palmer, editor and manager of The Traffic World. 
The club voted to apply for membership in the Associated 
Traffic Clubs of America and will send delegates to the con- 
vention in Peoria next month. 


The Junior Traffic Club of Chicago held its monthly meet- 
ing at the Palmer House May 4. A debate was held on the 
question: “Shall Motor Truck Companies Engaged in Intra- 
state Commerce Be Granted Certificates of Convenience and 
Necessity?” Art Schwietert, Chicago Association of Commerce, 
and Bert Knight, Steinhall Manufacturing Company, took the 
affirmative, Ed Randall, Santa Fe, and Henry Coffman, New 
York Central, took the negative. A theater party and dance 
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will be given for members and their friends the evening y 
May 9. The club has selected as its delegates to the Peor, 
convention of the Associated Traffic Clubs of America, June 5 
and 7, Walter Schulten, assistant traffic manager, Chicago Di 
trict Electric Generating Company, and R. Wettstyne, presiden 
of the club. In addition, the secretary of the club, J. Paulay, 
assistant traffic manager, Acme Steel Company, has been mag, 
vice-chairman of a committee on attendance and it is expectej 
a large number of others will attend the convention. 


Several topics of interest were discussed at an “opén forum’ 
meeting held by the Alumni Association of the Traffic Manage; 
Institute of New York in conjunction with its April meeting a 
the Victoria Hotel. The next meeting will be on May 18. The 
first annual spring dance sponsored by the association will be 
held May 26 at the grand ballroom of the Victoria Hotel. 


The regular meeting of the Traffic and Transportation Aggo. 
ciation of Pittsburgh was held in the Chamber of Commerce 
Auditorium May 5. A ticket of nominations, two candidates for 
each office, was presented by the nominating committee, to be 
voted on at the annual election June 2. Each candidate pre 
sented his campaign manager, who was given three minutes to 
tell why his candidate should be elected. W. B. Shephard, 
Aluminum Company of America, and Philip Simons, Copper. 
weld Steel Company, are the presidential candidates. 


A discussion of motor versus rail transportation was pre. 
sented by John M. Fitzgerald, vice-chairman of the Committee 
on Public Relations, Eastern Presidents’ Conference, at a meet- 
ing of the Metropolitan Traffic Association of New York April 
27 at the Hotel Victoria. Two fundamental questions remain 
to be answered before the controversy can be settled, Mr. 
Fitzgerald said in his address, which was entitled, “Looking for 
a Way Out.” They were, he said: “Shall transportation be 
governmentally subsidized?” and “Shall transportation be gov- 
ernmentally regulated?” He charged that while the rail car. 
riers of the country paid their way in full, motor carriers re- 
ceived the use of highways constructed, maintained, and policed 
by the public with expenditures far in excess of the revenue 
gained from registration fees and gasoline taxes. Regarding 
governmental regulation, he said that sound and constructive 
governmental supervision of transport service, free from polit- 
ical influence, was in the public interest. Clubrooms in the 
Hotel Victoria have been opened for the use of members and 
their guests and a house committee appointed under the chair. 
manship of C. R. Taylor. It was announced at the meeting that 
the association will hold a beefsteak dinner at the hotel June 22, 


Dr. Garfield Cox, professor of finance at the school of busi- 
ness, University of Chicago, will speak on “Inflation” at a 
meeting of the Traffic Club of Chicago in the Palmer House 
May 8. 


“Springfield Day” will be observed by a golf tournament 
by the Transportation Club of Decatur at the Southside Coun- 
try Club May 18. Golfers from Springfield, Peoria, and St. Louis 
are expected to be on hand. Dinner will be served in the 
evening. 


At the monthly meeting’ of the Women’s Traffic Club of 
Greater New York at the Fifth Avenue Hotel May 9 Roy V. 
Wright, managing editor, Railway Age, will speak on “Study- 
ing to Meet the Shippers’ Needs.” 


Recent financial legislation at Washington will be the sub- 
ject of an unannounced speaker for the “Foreign Trade Night” 
meeting of the Pacific Traffic Association at the Palace Hotel, 
San Francisco, May 9. There will also be a report on the Na 
tional Foreign Trade Convention at Pittsburgh, and a program 
of entertainment. 


Judge Frank P. Baker, of the Marion County Criminal 
Court, will be the speaker at a meeting of the Indianapolis © 
Traffic Club at the Virginia Grille May 9. A “Shippers’ Night” ” 
dinner is set for May 25. 


The Omaha Traffic Club has postponed its first golf tourna = 
ment of the season from May 18 to May 23. The change was © 
made to avoid a conflict in dates with the Traffic Club of Kansas © 
City. 


About one hundred and fifty members and guests attended 
the May meeting of the Traffic Club of Newark in the Chamber 
of Commerce Building May 2. The guest-speaker was Edward 
J. Gilhooley, members of the law firm of Wolber and Gilhooley, 
who delivered an address on “Transportation Law.” A forum 
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discussion preceded the business meeting on the subject, “Py, 
chasing of Passenger Transportation,’ under the direction of 
Earl C. Fuller, chairman of the educational committee. Presiden 
Eric E. Ebert announced that he would soon appoint delegates 
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while increasing your sales 
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F YOU haven’t seen this new 
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minimum cost . . . how to place 
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branch distributing points. 
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2073 Adams-Franklin Building, 


contributed the facts, figures and 
ideas which this book presents. 
You'll read in it the experiences of 
such products as Lucky Strike, 
Beech-Nut, Bon Ami, Borden, 
Carnation Milk, Colgate, Comet 
Rice, Karo—and hundreds of 
others, made by manufacturers 
large and small. 

In these trying times, alert 
executives are finding fruitful 
knowledge and common-sense in- 
spiration in the A.W. A. Book- 
let. Write today for your free 
copy. Let us show you how to 
get strategic distribution for your 
raw materials, manufactured arti- 
cles or service parts. Economical, 
efficient distribution—at minimum 
cost! That’s what A. W. A. ware- 
houses offer. The book tells how. 


ERICAN 
SEMEN’S 
AT 1ON 


Chicago, Illinois 


to attend the meeting of the Associated Traffic Club of Americ, 
in June, at Peoria. A golf outing is to be held at the Summ} 
Golf Club May 25. 


The monthly meeting of the Traffic Club of Jacksonyij, 
Fla., was held at the Carling Hotel May 1. Stephen H. Fifag 
assistant vice-president, Barnett National Bank, spoke on “}) 
servation of Transportation and Resultant Industrial Improve 
ment.” There was entertainment. Plans have been completed 
for the annual beach outing of the club at the Casa Marin 
Hotel, Jacksonville Beach. There will be a bridge and a go 
tournament. Golf will be played at the Ponte Vedra Golf Club, 


At the monthly meeting of the Traffic Club of Atlanta a 
the Ansley Hotel May 1, J. D. Rooney, general manager, Por; 
Utilities Commission, Charleston, S. C., was the speaker. Mygj. 
cal entertainment was supplied. On the occasion of his recent 
retirement as general agent of the C. B. & Q., at Atlanta, H.R 
Todd was voted a life membership in the club. 


The sixth annual “Railroad Night” of the Birmingham Traf. 
fic and Transportation Club will be held at the Tutwiler Hota 
May 16. Dinner will be served and there will be dancing. 4 
large number of officials of the Seaboard Air Line will be special 
guests of the club and the principal address will be by Colonel 
Henry W. Anderson, receiver of that road. Forney Johnston 
will be master of ceremonies and “Jimmie” Jones, president of 
the City Commission, will make an address of welcome. 


“Universal Mills Day” was observed by the Traffic Club of 
Fort Worth at the Worth Hotel May 1. D. R. Simpson, traffic 
commissioner, Fort Worth Grain Exchange, spoke on “Fort 
Worth—Grain and Milling Center.” Entertainment included 
several musical numbers. 


“Insurance of Bank Deposits” was the subject of the speaker, 
Donald Despain, of St. Paul, at a meeting of the Traffic Club of 
Minneapolis at Pioneer Hall May 4. There was music and en- 
tertainment. ‘Ladies’ Day,’ under the auspices of the Twin 
City Women’s Club, will be held May 11. 


Entertainment at the weekly luncheon of the Oklahoma 
City Traffic Club at the Oklahoma Club May 1 was supplied by 
the Carroll Brough Robinson Company. 


“Beer and Carnival Night” was observed by the Washington 
Transportation Club at the Hotel Raleigh, Washington, D. C, 
May 3. A buffet supper was served and entertainment provided. 


At its weekly luncheon May 2 the Transportation Club of 
St. Paul had as its guest and speaker Colonel Jack Moranz, 
newspaper artist. 


Ninety men will make up the delegation of the Springfield 
(Ill.) Traffic Club to the convention of the Associated Traffic 
Clubs of America, if plans announced by A. L. Peterson, chair- 
man of a committee on attendance, are carried out. He has 
appointed a committee of eighteen, each of whom is expected 
to secure four others. 


Informal discussion of plans for entertainment of the dele 
gates to the meeting of the Associated Traffic Clubs of America 
in Peoria June 6 and 7 was held at a “fish fry” of the Trans- 
portation Club of Peoria at Luthy’s Grove May 4. The “fry” 
was arranged by E. T. Olander, chairman of the entertainment 
committee. 


The Transportation Club of Des Moines will hold its third 
annual “Field Day” at the Golf and Country Club May 24. Golf 
and other sports will be played throughout the day, with a 
“Dutch lunch” at noon and dinner and entertainment in the 
evening. 


LEARNING IN THE RAILROAD BUSINESS 


An up-to-date railroad has two principal jobs; one is t0 
do its work well, the other is to learn how to do its work 
better, someone has said. This “learning” side of the railway 
business is exemplified in a report on the research activities 
of the Illinois Central System recently submitted by President 
Downs of that railroad to the executive committee of the Asse 
ciation of Railway Executives. R. H. Aishton, chairman of that 
committee, is compiling a record of the research done by all the 
railroads. 
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PORT 
ALBANY 


Newest Inland 
North Atlantic Seaport 


Within 250 miles there reside :— 


One-third of the population of the United States. 


The richest producing population in the United 
States. 


The greatest consuming population in the United 
States. 





Harbor—30 ft. deep with 1,000 ft. turning basin; 


143 miles from sea. 

Channel—27 ft. deep; in unobstructed tidal river. 
Docks—4,400 ft. with shipside trackage. 
Sheds—Sprinkler protected fireproof construction. 
Grain Elevator—1 3,000,000 bu. storage. 
Accessible to 85% of world’s ocean carriers. 


Port District Railroad connecting with trunk rail- 
roads serves water front. 


Industrial Area—pavement, water, sewers, power 
and rail facilities. 


For complete information address: 


Albany Port District Commission 


74 Chapel Street, Albany, N. Y. 
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COFFEE 
IMPORTERS 


Do You Know What 
Advantages Houston 
Offers You? 

















Location 


Houston is located at the very entrance to South 
and Central America. 









Shipping Schedules 


Fortnightly sailings to these countries mean 
regular, dependable service to shippers. 







Consular Service 


All consular business for the main coffee-pro- 
ducing countries is handled through one office, 
expediting formalities-and the usual red tape. 








Organization 


The National Association of Coffee Growers of 
Colombia maintains its Southern office in Hous- 
ton, handling direct all the mild coffees. 








Cooperation 


The Houston Port Bureau has made a detailed 
study of coffee marketing, entailing nation-wide 
research, and is in a position to offer you intel- 
ligent help and cooperation in any matter that 
interests you. 










Please feel free to call on any of the 
members mentioned below for any in- 
formation or help you may need. 











PHONE, WRITE o WIRE 











HOUSTON 
J. RUSSELL WAIT H. S. CRAWFORD 


Manager Ass't. 
















J.C. MAYFIELD E. W. BOLDT 

Room 1600—10 East 40th St. 1232 Board of Trade 
NEW YORK CITY KANSAS CITY 

Ashland 4-6024 Victory 4724 
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PORT OF STOCKTON, CALIFORNIA 


The Port of Stockton offers dependable Intercoastal 
service from and to Atlantic Ports, also a transhipping 
service to and from European Ports. 

We are located in the center of the two great Valleys of 
California, thereby making it possible for you to lower 
your transportation costs on water borne traffic. 

Port of Stockton offers shipside storage facilities of the 
modern type at reasonable storage and insurance costs. 


McCORMICK LINE SERVICE 
INTERCOASTAL—WESTBOUND 


Steamer Leaves _—Arrives_. 


caiman ae ts ae O_O 

Albany Philadelphia Baltimore Norfolk Stockton 
S.M.Hauptman April 15 April 17 April 20 April 22 May 17 
Forbes Hauptman April 29 May 1 May 4 May 6 May 31 
West Cape May 12 May 15 May 18 May 20 June 13 
Wm. A. McKenney May 26 May 29 June | June 3 June28 


INTERCOASTAL—EASTBOUND 
Steamer _Loads_, = —————————Arrrives——______—_. 
Stockton Norfolk Baltimore Philadelphia 
Felix Taussig* May 3 May 28 May 30 June 3 
Absaroka* 


May 15 June 9 Junell June 15 
C. R. McCormick* May 29 june 23 = June 25 June 29 
*Calls at Albany and Port Newar 


SHEPPARD LINE SERVICE 
INTERCOASTAL—WESTBOUND 


Steamer ——_———————Leaves—__________. 
Boston Albany New York Philadelphia Stockton 
Windrush April 14 April 21 April 22 April 26 May 23 


INTERCOASTAL—EASTBOUND 
Steamer—Loads— 


Stockton New York Port Newark New London Boston Albany Philadelphia 
Harpoon May 4 May 29 June! June 2 June4 June 10 June 14 


—Arrives— 


Arrive 


Terminal rates apply from and to Stockton on vessels advertised 
in the Intercoastal trade. 


For further information call or write 


PORT OF STOCKTON, STOCKTON, CALIFORNIA 


Branch Office General Office 
Financial Center Bldg. CITY HALL 
n Francisco Stockton 
Phone Douglas 2869 Phone 6000 
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Individually or in collaboration with other railroads 
railway supply manufacturers, the Illinois Central has rece 
studied or is at present studying approximately eighty SUbj 
under twelve principal classifications, Mr. Downs repor 
These classifications are: Roadbed and ties; rail and fasteniy 
locomotives and cars; bridges and buildings; electricity: | 
ber; water; refrigeration; purchases and supplies; traf 
accounting and treasury; public and personnel relations. 

Typical subjects are: Investigation of methods of inc, 
ing the life of ballast; determination of stresses in track 
track structure; study of balance in the moving parts of l 
motives; methods of protecting floor systems of steel gy, 
from deterioration caused by brine drippings from refrigery 
cars; general study of lighting; study of species of yellow ti 
with a view to its availability for the replacement of long \, 
chemical treatment of boiler-water for the removal of jncry 
ing solids; study of refrigerator train schedules, car hang 
and icing; study of standard classification systems of SUD] 
records; development of rates and methods to meet and oy 
come highway competition; consolidation and _ reduction 
accounting records; study of federal land grants to railroaj 


Work of the Traffic Man 


6é O define the work of the traffic man is certainly a lay 
order. It would require considerable time and sp 
even briefly to outline what he should know and how} 
Should function 
That was the fi 
reaction of C. L. Hf 
leary, traffic manag 
of the F. W. Wo 
worth Company, wi 
headquarters in N 
York, when he y 
asked to make a ¢f 
tribution to tk 
series. He is one 
the old heads in 
field and has had 
wide experience ci 
ering many shai 
changes in the tral 
portation setup. 
a measure, it was 
realization of th 
first point that 1 
responsible for initi 
tion of this series. 1 
far greater degr¢ 
than exists in maj 
other lines of work q 
professions, traffl 
work lacks standati 
zation. That facti 
self may be regarée 
as a point of streng 
The problems of t 
industrial traffic m 
are too shifting, too intimately related with the charac 
and nature of the business with which he is associated ev 
to fall into a nicely arranged pattern that is easily identifiabl 
The daily labor of the industrial traffic manager of 4 lam 
steel company is as dissimilar to that of the head of the tral 
department of a large chain store organization as is the wo 
of the sales and production arms in such organizations. M0 
than that, in the same industrial classification there is tod 
a wide variation in the way in which the office of traffic manage 
is conducted—the authority exercised, the number of employe 
the actual work undertaken. This is true, though the techni 
basis on which this profession rests is common to all its m@ 
bers. The very measure of the importance of the professid 
of its service to business is tied up with this lack of definitial 
It is a job that, more than any other, depends on the mi 
If he has, in addition to the considerable technical knowlede 
that should go with the job, executive qualities of a kind" 
fit him for the task, he becomes one of the “key” indust 
men. Distribution is that important in the conduct of busil® 
today. The case method seems the best way of enforcing ™ 
conviction, so that is the method that has been employed her 
Speaking of the more technical side of the industrial ¢ 


Cc. L. Hilleary 
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PLANOGRAPH 


Quick - Accurate - Economical 


PARTICULARLY EFFECTIVE IN THE 


PRODUCTION OF 


Audit Reports Forms 
Bills of Lading General Letters 
Bulletins Graphs 
Specifications 
Circulars Statistics 
Division Sheets Surveys 
Drawings Tariffs 
Exhibits 


Samples Submitted on Request 


EDWARD KEOGH 
PRINTING COMPANY 


Tariff Printers and Planographers 
Keogh Building 
730-738 W. Van Buren Street 


CHICAGO, ILL. 






When You Seleet 
A Warehouse 


you want it to be well located from the 
standpoint of accessibility and with re- 
gard to transportation facilities. You 
consider such features as the type of 
building, sanitation and fire protection. 
You investigate the scope of the service 
offered, which should include receiving, 
checking and storing merchandise, de- 
livering and reshipping, collecting, re- 
porting, taking orders. Our warehouses 
are prepared to satisfy you regarding all 
of these points and to answer any further 
questions you may care to ask. Inquiries 
involve no obligation. 


* * * 
CROOKS TERMINAL 
WAREHOUSES 


CHICAGO KANSAS CITY 
417-437 W. Harrison St. 1100-1112 Union Ave. 
429-449 W. 14th Pla 1201-1213 Union Ave. 


co 
5801-5967 W. 66th St. 1411-1417 St. Louls Ave. 


LOS ANGELES 
Ninth and Alameda Streets 


operating as 
Overland Terminal Warchouse Co. 
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RAILWAY EXPRESS 
“COLLECT” SERVICE 


CUTS 





BOOKKEEPING 


COST 


In the many cases where it is cus- 
tomary for the consignee to pay 
shipping charges the Railway Ex- 
press “Collect” service can be of 
real benefit to both shipper and 
consignee. It automatically elimi- 
nates much of the bothersome 
“paper work” involved in billing 
and keeping track of shipping 
costs. In addition, shippers are 
finding that shipping “collect” re- 
duces by a worthwhile amount the 
funds that were formerly tied up 
between month to month billing 
dates. 

Whether you find it more conven- 
ient to ship prepaid or collect, 
Railway Express offers a complete 
service. In leading cities a single 
phone call to your nearest agent 
will bring a prompt call for your 
goods—and once in the hands of 
Railway Express you can know 
that they will be delivered with 
speed and safety without further 
thought or worry on your part. 












RAILWAY EXPRESS AGENCY, Inc. 


NATION-WIDE AIR ANDRAIL EXPRESS SERVICE 







AN 
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STARRETT 
LEHIGH 
BUILDING 





‘ 


Or iui bon 


M- EVERY ANGLE 


LOCATION °¢ The building covers two entire = 
blocks, 26th to 27th Streets, I 1th to 13th Avenues. 
From the Lehigh Valley Railroad freight terminal 
on the street level, on up through 18 floors of light, 
airy, efficiently planned space, Starrett Lehigh 
Building offers facilities for manufacture and distri- 
bution in the center of commercial New York with 
direct access to every form of transportation. 


EFFICIENCY © Merchandise handling is simpli- 
fied. Trucks enter the building without street delay 
and are carried on 15-ton high-speed truck eleva- 
tors direct to any floor without turning, where they 
load or unload from convenient pits. Freight ele- 
vators are adjacent to platform in rail yard. 


ECONOMY ° Floor space is adaptable for manu- 
facturing purposes, display rooms and offices. 
Cantilever construction gives unobstructed natu- 
ral light on all sides. Floor areas range from 52,000 
to 124,000 square feet, the latter offering 600 feet 
of straight-line production, minimizing floor to floor 
movement and rehandling expense. Smaller units 
may be leased with all necessary changes made 
within ten days. The building 
is completely sprinklered and 
heated. Steam is furnished at 
prevailing rates. 


BUILT TO MEET YOUR 
NEEDS - INVESTIGATE 
AND FIND OUT FOR YOURSELF 


Starrett Lehigh Building = 


26th to 27th Streets, Ilth to 13th Avenues, New York City = 
D. R. CROTSLEY, Manager, 601 West 26th Street = 


in 





All-day hospital ser- 
vice. Restaurant, 
news-stand and bar- 


ber shop in the build- 
ing. Fast passenger 
elevator service. 





‘nance 
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fic manager’s position in industry, Mr. Hilleary says: ‘The Use. 
fulness and tangible savings of the traffic department can only 
be measured by the volume of raw material shipped to a poig 
of manufacture and the volume of finished product shipped ty 
the point of distribution or final consumption—that takep jy 
connection with the commodity shipped and the methog of 
shipment—the facilities available.” 

Long experience and observation have convinced him that 
only a small fraction of retail merchants have a proper undg. 
standing of the bearing of transportation on their ability to do 
business. Putting it roughly, he estimates that not more thay 
two per cent of them have adequate information on the trang. 
portation costs incurred in obtaining supplies and of final dis. 
tribution. 

“Generally speaking,” he says, “it is their practice to agg 
to the invoice value of merchandise bought the transportation 
cost, and then to add a percentage profit ranging from a hu. 
dred per cent up to two or three hundred per cent.” 

Much less rough and ready methods must be employed by 
the chain store, which gets its profit out of volume sgpreaq 
over a wide territory, he says. That is especially true of the 
“five and ten” chain, whose prices are fixed, he adds. “The 
two methods of merchandising are in no way similar. The 
buyer for the five and ten stores must know, before he buys, 
the invoice value at point of shipment and the transportation 
cost to store door. That must be figured down to the individua] 
item. If these two costs do not leave a gross margin of profit 
of 50 per cent in terms of the ‘fixed’ selling price, the proba. 
bility is he will not buy the merchandise in question. In this 
sense, the large chain organization functions in exactly the 
reverse manner of the usual merchandiser. The latter buys 
his goods, approximates the cost of the goods, adds his per. 
centage of profit to that and has his sale price. The ‘five and 
ten’ buyer knows his sale price in advance. He has to find an 
article or commodity that he can purchase, ship to his store 
door, and still have the profit necessary for him to stay in 
business. Under these circumstances, the traffic department 
becomes a highly important unit in the organization.” 

Sixty-five per cent of the work of the traffic man is in the 
nature of “service,” he says. Only the remaining thirty-five per 
cent can be shown on a balance sheet as “tangible savings.” 

Technical information which the chain store traffic man 
must bring to his job, if he is to do it adequately, are listed 
by Mr. Hilleary as follows: 





















(a) How the commodity he ships should be packed, loaded or 
stowed in order to withstand ordinary wear and tear of transporta- 
tion. 

(b) Classification and rates that should apply. 

(c) How to route shipments in order to take advantage of the 
best service obtainable. 

(d) How to find the cause of damage from point of shipment to 
store door and apply the remedy. 

(e) How to reduce transportation costs by the use of lighter and 


' 
adequate containers, i] 
(f) How to find out who is at fault for damage-to merchandise 
shipped. 
(g) He should Know whether or not the merchandise shipped is 
properly classified and rated, and, if not, how to petition carriers’ : 


agency to have reasonable classification and rates applied. 

(h) He should know how to consolidate L. C. L. shipments toa 
break bulk point in order to avoid paying the minimum rate on ship- 
ments weighing less than 100 lbs. He should also Know how to con- 
solidate L. C. L. shipments into a carload shipment to a break bulk 
point; in some cases reforward to destination as a less carload ship- 
ment in order to take advantage of the carload rate thereby reducing 
the laid down cost of merchandise. 
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Digest of New Complaints 








No. 25785, Sub. No. 15. Roanoke Gas Light Co., Roanoke, Va., VS 
N. & W. et al. 

Unreasonable rates, coal, mines on N. & W., Interstate and 
Southern railroads to Roanoke, Va. Asks rates and reparation. 
No. 25785, Sub. No. 16. J. J. Lewis, Salem, Va., vs. N. & W. et al. 

Unreasonable rates, coal, mines on N. & W. and Virginian to 
Salem, Va. Asks rates and reparation. 

No. 25926. Hart Schaffner & Marx Co., Chicago, Ill., vs. B. & M. et al. 

Charges in violation sections 1 and 6, cotton and jute crash, 
Milford, N. H., to Chicago, Ill. Asks rates and reparation. ; 

No. _— Abendroth Brothers, Port Chester, N. Y., vs. Pennsylvania 
et al. . 

Unreasonable rates and charges, industrial sand, Richland, N. 
J. and Ottawa, Ill., to Port Chester, N. Y. Asks rates and repara- 
tion. 

No. —_ Metropolitan League of Erie Commuters, Paterson, N. J. 
vs. Erie. 

Fares and charges in violation sections 1 and 2, between points 
in N. J. and New York City, because of increase in commutation 
rates of approximately 15 per cent that became effective January 
1, 1933. Present rates discriminatory against commuters and i 
favor of other multiple fare ticket users within the same area 
Asks rates and charges at least 40 per cent lower. St aes 

No. 25930. General Motors Corporation (Buick and Chevrolet divisions), 
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SAVE TIME 
and MONEY 


Ship Via 
© The Port of 
ALVESTON 


AMERICA’S PORT OF 
QUICKEST DISPATCH 


GALVESTON WHARF COMPANY 


Southern Steamship Company 


(Pioneer Steamship Line to Houston) 


OPERATING FAST FREIGHT SERVICE 
BETWEEN 


Philadelphia, Pa., and Houston, Tex. 


SAILINGS: 
From Philadelphia . . Wednesdays and Saturdays 
From Houston ...... Mondays and Thursdays 


Quick Dispatch Thru Package Cars 


GENERAL OFFICES: 
1360 Broad Street Station Bldg., PHILADELPHIA, PA. 


Low Rates 


=" 
A Das Tiaasa? 
— — ——— 
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SC 
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BUYERS ARE QUEER? 


NOT AT ALL. There is reason behind the fact that 
some manufacturers enjoy good business from the 
Orient and others have trouble getting or holding busi- 
ness. The ones who hold their business in a great 
majority of cases ship via Seattle to Oriental markets 
—pleasing their customers with faster service. It is 
possible that quicker shipments contribute much to good 
relations between buyers of the Orient and shippers of 
the United States. 


The Port of Seattle is one of the most modern ports 
in the world. Write for illustrated book describ- 
ing port facilities and phenomenal growth in tonnage. 
Bell Street Terminal, Seattle, U. S. A. 


‘Port;Seatile 
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CALMAR LINE 


INTERCOASTAL SERVICE 


PORTMAR | 11 | Sailed | Sailed [May 19}|May 22|May 24|May 28|/May 31 
YORKMAR | 19 [May 20})May 24/June 15/June 19] June 21|June 25) June 28 
ALAMAR 11 JJune 10j/June 15/July 6/July 10j/July 12\|July 16jJuly 19 
VERMAR 10 jJuly ijJuly 5SjJuly 27/July 31j/Aug. 2/Aug. Aug. 9 
FLOMAR 12 [July 22jJuly 26jAug. 17/Aug. 21]/Aug. 23jAug. 27|Aug. 30 


Subject to change and/or cancellation without notice as regards 
Steamers, arrival and departure dates, and to Company’s right 
to omit scheduled ports and/or add other ports. 


Calmar Steamship Corporation 


For information regarding rates, etc., apply to nearest office: 


MOORE & MeCORMACK CO., INC., Gen. Agts. SWAYNE & HOYT, LTD., Agents 

Baltimore, Md., 15 8. Gay 8t. Les Angeles, Cal., 418 Chamber ef Com- 

Chieago, il., 140 8. Dearbern St. meres Bidg. 

Detroit, Mich., 544 Beok Bullding, Wash- Oakiand, Cal., ist and Market Sts. 
ington Bivd. and Grand River Pertiand, Ore., 917 Board ef Trade Bidg. 

New York, N. Y., 5 Broadway San Francisco, Cal., 215 Market Street, 

Philadelphia, Pa., Bourse Bidg. Matson Bidg. 

Pittsburgh, Pa., Oliver Bidg. Seattle, Wash., 1519 Raliread Ave., South 


Regular Piers 
Pacific Coast 


Los Angeles Harbor...Berth 145, Wilmington 
Howard Terminal 

No. { Oceanle Terminal 
Pler No. 48-B 

- Atlantic Dook Terminal 


Atlantic Coast 


Baltimore—Pler 7, Port Covington, 


Western Md. Ry. - Portland, Ore 


San Franciseo 
Philadelphia—Pler 27-N, Reading Co. 


American Mail Line 
When you send a letter across the coun- 
... putting it in charge of ‘Uncle 


*  .. you cease to worry as soon as 
you get it to a mail box. 


When you sell or buy a cargo or a_ship- 

ment to or from the Orient... putting it 
in charge of AMERICAN MAIL LINE, you 
also cease to worry. Like “Uncle Sam,” the 
American Mail Line has won TRUST through 
constant DEPENDABILITY. 


An American Mail Line President Liner sails 

from Seattle every other Saturday; one arrives 

in Seattle every other Tuesday. Schedules reg- 

ular as clockwork. Service augmented by fleet of 
fast cargo liners to ports of Japan, China and the 
Philippines. Depend on the American Mail Line. 


For information, apply desk No. 6 


21 West Street 

1714 Dime Bank Bldg 
110 So. Dearborn St 
Union Trust Bldg. Arcade 


General Freight Office 
740 Stuart Building Seattle 


AMERICAN 
MAIL LINE 


76 offices in 22 countries at your service 
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Detroit, Mich., vs. Pennsylvania et al. | 
Unreasonable rates, ground or pulverized coal, Charleroi, Pa., 

to North Flint and Saginaw, Mich. Asks reparation. 

No, agp , 4-One Box Machine Makers, Rockaway, N. J., vs. A. C. 

. et al. 

Rates in violation sections 1 and 6, oranges and grape fruit, 
points in Fla. to Montgomery, Ala., Goldsboro and Greensboro, 
N. C. Asks reparation. 

No. ro a Milling Co., Coffeyville, Kan., vs. A. T. & 

. F. et al. 

Unreasonable rates and charges, grain and grain products, points 
in Kan, to Coffeyville, Kan., milled and stored there, and re- 
shipped to points in Mo. and Ark. Asks rates and reparation. 

No. 25933. West Virginia Coal & Coke Corporation, Cincinnati, O., vs. 
B. & O. et al. 

Rates in violation sections 1 and 3, coal, mining points in W. 
Va. to Huntington, W. Va. (for river movements to Cincinnati 
and Addyston, O.), and thence by rail to points in Ill., Ind., Ky. 
and O., because of imposition of maximum surcharge of 11 cents 
on ex-river coal as compared with a maximum surcharge of 6 
cents a ton on all-rali coal from and to the same points. Asks 
cease and desist order, reasonable charges and reparation. 

No. 25934. Pine Hill Coal Co., Philadelphia, Pa., vs. C. of N. J. et al. 
Unreasonable rates and charges, industrial sand, Newport, N. 
J., to Minersville, Pa. Asks rates and reparation, 


In CHICAGO 


SO 


i ne) oe 
WAREHOUSES @& 


Close to ‘‘Loop.”’ Office and warehuuse spzce for 
lease. Merchandise storage. Pool cars distributed. 
runnel,. water, rail and truck facilities at door. 


519 W. ROOSEVELT ROAD CHICAGO 


ATTORNEYS AT LAW 


Practicing HARRY C. AMES 


before the 
INTERSTATE ee ae 


COMMERCE Formerly Attorney and Examiner 


Interstate Commerce Commission 


COMMISSION Transportation Bldg., Washington, D. C. 


H. D. DRISCOLL 


Commerce Counsel 
and Attorney 
Philcade Building, Tulsa, Oklahoma 
Oklahoma City Office, Petroleum Bldg. 
Washington Office, Southern Bldg. 














TRAFFIC MANAGERS 


T. J. MCLAUGHLIN Traffic 
TRAFFIC COUNSELOR 
Interstate Commerce and State Commission Cases and 
Commerce 


Specialists 











Departmental Service 
713 Mills Bldg. 
WASHINGTON, D. C. 






HENRY J. SAUNDERS 
CONSULTING ENGINEER 


Cost and Statistical Analyses—Matters Relating 
to Rates—Consolidations and Valuations 


643 TRANSPORTATION BLDG. 
WASHINGTON, D. C. 


Valuation 
Experts 


PPSSeseseecessseeseeseeeeeseseeeesseseseessessaseeseEEe, 
FERRERS RSESSSSSSRSSRESERSS SESE S SESE SEEEEeEeeeeeeeE 
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Docket of the Commission 
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NOTE—lItems In the Docket marked with an asterisk (*) hey, 
been added since the last issue of The Traffic World. New atsign. 
ments now on the Commission's docket of dates later than hers, 
shown will not bear asterisks when they do appear. C 
and postponements announced too late to show the change in this 
Docket will be noted elsewhere. 














oe 8—Washington, D. C.—Examiners Disque and Witters: 
* 25938—Surcharges on intrastate traffic within the state of Ohio, 


May 8&—Washington, D. C.—Examiner Konigsberg: 
1. & S. 3873—Handling freight at Cupples Station, St. Louis, yo, 


May 8—Washington, D. C.—Examiner Cheseldine: 
25719—Theo. Stivers Milling Co. vs. C. of Ga. Ry. et al. 


“~ 9—Washington, D. C,—Examiner Lawton: 
ourth Section Application No. 15098, filed by J. E. Tilford, Agent 


May 9—Washington, D. C.—Examiner Shinn: 
Fourth Section Application No. 15080—Filed by J. E. Tilford. 


May 10—Argument at Washington, D. C.: 

24848—International Pulp Co. vs. N. Y. C. R. R. et al. 

25307—-Pittsburgh Plate Glass Co. vs. N. Y. C. R. R. et al. 

25408—Stedman Rubber Flooring Co. vs. N. Y. C. R. R. et al. 
25429—-Signal Mountain Portland Cement Co. vs. Alcolu R, R, et al, 
May 10—Chicago, Ill.—Illinois Commerce Commission: 

Finance No. 9651 and Sub. 1-5, inclusive—In the matter of appli. 
cation of C. & W. I. R. R. for authority to issue bonds, and appli. 
cations of C. & BE. I. Ry., C. & E.R. RR. CL & LL. Ry., Gt 
W. R. R. and Wab. Ry., and its receivers, William S. Franklin and 
Frank C. Nicodemus, Jr., for authority to assume obligation and 
liability, as lessees, in respect of the proposed bonds, 























May 10—Atlanta, Ga.—Georgia Public Service Commission: BF 
Finance No. 9849—Application Tallulah Falls Ry. Co. by its receiver, 
for permission, to abandon its railroad. ‘ £ 


May 10—Washington, D. C.—Examiners Disque and Witters: 
25135—Part 4—Kentucky—lIncreases in intrastate freight rates and 

charges. further bearing upon the question of the lawfulness of 
the rates resulting from the refusal of the Kentucky Railroad & 
Commission to permit continuation after March 31, 1933, of the 
surcharges on intrastate traffic similar to those permitted by 
this Commission for interstate traffic by supplemental report en- 
tered March 7, 1933, in Ex Parte 103, Fifteen Per Cent Case, 1931, 

May 10—Waskington, D. C.—Examiner Prichard: 

Finance No. 9897—Application N. Y. N. H. & H. R. R. for authority 
to acquire control of the South Manchester Railroad, by purchase 
of capital stock and to operate the railroad of that company. 

| 11—Argument at Washington, D. C.: 
inance No. 9709—Fort Benning Railroad acquisition. 


May 11—Argument at Washington, D. C.: 
| Service Commission of Wyoming vs. A. T. & S. F. 
y. et al. 


oe pepement at Washington, D. C.: 

24847—Chicago Live Stock Exchange vs. A. T. & S. F. Ry. et al 

24957 {and Sub. 1)—Christian Feigenspan vs. D. & H. R. R. Corp. 
et al. 

Finance No. 9756—Application of Atlantic City R. R., West Jersey 
Seashore R. R., and Pa. R. R. relating to unification and opera- 
tion of rail facilities in the southern part of N. J. (and cases 
grouped therewith. 


May 15—Argument at Washington, D. C.: 
7ee ee : or 1)—Nassau County Village Officials Assn. vs. Pa 
. R. et al. 
22806—L. N. Grant vs. A. C. L. R. R. et al. 
24790—Alemite Corp. vs. B. & O. R. R. et al. 
25201—The Eagle Picher Lead Co. vs. Pa. R. R. 


May 15—Washington, D. C.—Examiner Davis: 

Finance No. 9891—Joint application of Tri-State Consolidated Tele- 
phone Co. and Northwestern Bell Telephone Co. for a certificate 
that the acquisition by the.N. W. Bell Telephone Co. of contr 
of the Tri-State Telephone & Telegraph Co., = 4 purchase of com- 
common stock from Tri-State Consolidated Telephone Co. will be 
of advantage to the persons to whom service is to be rendered 
and in the public interest. 








BUFFALO, N. Y. 


LARKIN TERMINAL WAREHOUSE 
Buffalo’s most modern warehouse. We 
store, distribute and forward general 
merchandise. Lowest Buffalo insurance 
rates. 125-car track capacity on Erie 
and New York Central Railroad. 


Lettkhttt Co tac. 
J. E. Wilson, Vice-Pres. 
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ety Chczrmamne _Slemessow New London and Norwich, Conn. : 

AND SO aemee oncnecapl = ‘ fWeuncoen | To—c. F. A., W. T. L., Inter-Mountain, 

Sermoun Connecrjcur H Se Carolinas, South and Southwest 

DIRECT fener” 4 Le Dewerr Cory Vig—CLYDE, OLD DOMINION, SAVANNAH, 










WATER 
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QPuTNAA 


i From—Stamford, South Norwalk, Bridgeport 




















MALLORY and MORGAN S. S. LINES 


THAMES RIVER LINE, INC. 


Pier 31 E. R. NEW YORK CITY 
ERNEST E. FUCHS, Vice-Pres. 





